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J. A. Kay 


7 death of J. A. Kay, a portrait and some biographical 
notes of whom are given on succeeding pages, will evoke 
feelings of personal loss among great numbers of active and 
retired railway men at home and overseas. During his long 
editorship of The Railway Gazette, covering two generations, 
he had become better known and more popular with transport 
people than would be possible of achievement in present-day 
conditions. Kay first became intimately associated with rail- 
ways when there were over 100 companies in this country. 
The smaller units all had individualities of their own and 
they produced personalities, thrown up by the highly com- 
petitive conditions of the times. In the period before the 
grouping in 1923 of British railways into the four main-line 
companies, the railways provided endless variety of appeal for 
the active. enquiring mind of a man who was deeply inter- 
ested in all aspects of their management and operation. Kay 
was never fully convinced of the wisdom of railway grouping 
as effected by the Railways Act, 1921. Many of the criticisms 
and forebodings of that plan which he voiced at the time were 
justified later by events. He believed in the small unit with 
individuality. To him a railway was a living thing, and the 
tendency towards ever larger and more impersonal organisa- 
tions, with greater remoteness of control, did not appeal to 
him. 

He was a great admirer of the old Midland Railway and 
its services. The former Great Western Railway had a strong 
appeal, not only because right up to nationalisation in 1948 it 
retained its old identity, traditions, and much of its indi- 
viduality. but also because for a period during the 1914-18 
war he was atached to the staff at Paddington. In 1922 he 
prepared a report on train working and developed his own 
theories in regard to maximum user of locomotives and roll- 
ing stock. Recently he had advocated a more general adop- 
tion of this approach to train working in a series of articles— 
“Shorter Trains and More of Them ”*—which has appeared 
in our pages during the past year. 

Kay believed strongly in private enterprise as the basis of 
transport in this country. Bureaucracy in any form was 
abhorrent to him. Essentially an individualist, he did not 
accept all the arguments advanced in favour of standardisation 
or rationalisation. He did not consider the nationalisation of 
British railways as good either for transport or the country, 
and he did not hesitate to say so. He was never slow to 
criticise what he deemed to be shortcomings in administration, 
but his comment was always without malice and often pre- 
sented with a wit which added point to the thrust. It says a 
great deal for his popularity that many of those who attracted 
his strictures were, and remained, his warmest friends. He 
had a gift for friendship, and for inspiring loyalty and confi- 
dence. all the more remarkable because essentially he was 
somewhat diffident and reserved. He disliked “fuss” of any 
kind, but he enjoyed good company and he contributed much 
in humour and good fellowship to any gathering, large or 
small, of which he was part. 

There can be few men who had so many real friends in 
their business life. He had a warm heartedness which he 
sought to hide behind a facade of quiet dignity, but he was 
never aloof. His was a strong personality which he radiated 
rather than exerted. No great disciple of the slow processes 
of logic, he had a very keen intuition in regard to persons and 
situations which often seemed inexplicable, but was based on 
long experience and careful observation. His mind was very 
quick and he had a long and accurate memory. In his writing 
he was very painstaking and he would take endless care to 
avoid error. 

He was proud of the editorship he had held for so many 
years and of the achievements of the journal with which he 
was so intimately connected. His personal and journalistic 
standards were high, but he had a very human understanding 
of weaknesses in others. He held strongly to his own con- 
victions but did not attempt to impose them on his fellow 
men. He enjoyed life and what it had to offer him with a 
quiet relish not untinged with regret for the more spacious 
and colourful days of which he retained such vivid memories 
and a store of reminiscences; but he always had a practical 
regard for the present and plans for the future. 
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JOHN AITON KAY 


E deeply regret to announce the death 
W on Friday last of Mr. J. A. Kay, Editor 
of The Railway Gazette and Deputy- 
Chairman and Managing Director of Transport 
(1910) Limited, the company owning this 
publication. He was 67. 

From his boyhood John Kay had been deeply 
interested in engineering journalism in general 
and in the railways in particular. As a youth 
he contributed articles on a variety of subjects 
to the many journals of popular interest of the 
time. In 1898, soon after leaving Mill Hill School, 
he joined the publishing firm of George Newnes, 
on the editorial staff of The Captain, a well- 
known boys’ periodical, where he looked after 
the model engineering section. In 1902 he went 
to the weekly paper Transport as Assistant 
Editor. This journal, which had been formed 
in 1892, was a direct predecessor of The Railway 
Gazette. In 1904 Transport was reorganised and 
control was assumed by American interests 
which already published the Railway Age in 
the United States. The name of Transport was 
changed to Transport & Railroad Gazette in 
1904 and in the next year the name of The 
Railway Gazette was adopted. John Kay quickly 
realised the advantages which would accrue to 
the then numerous railways in this country if 
the journal was British owned. In 1910 he went 
to America and succeeded in acquiring the 
journal for British interests. After his return 
a new company, Transport (1910) Limited, was 
formed, of which he was Managing Director 
and Secretary. 

Neither his energies nor his ambitions were 
satisfied by the production of one journal and 
in 1913 John Kay and those associated with 
him produced a new weekly journal, Ship- 
building & Shipping Record. Its principal 
contribution to the industry at the time was the 
publication of large-scale drawings which 
achieved immediate popularity. Its early for- 
tunes varied but by the end of 1918 it was 
firmly established. By then, too, The Railway 
Gazette had absorbed The Railway Times and 
The Railway News, both of which had taken 
over other railway journals, and in 1919 control 
of The Railway Engineer passed to The Railway 
Gazette. The Railway Magazine also had been 
acquired by the purchase of control of the Rail- 
way Publishing Co. Ltd. in 1916 by Transport 
(1910) Limited. During 1919 control was 
acquired of the Directory Publishing Co. Ltd., 
which owned “The Universal Directory of Rail- 
way Officials” and “The Directory of Ship- 
owners, Shipbuilders and Marine Engineers,” 
now the two best known and most authoritative 
works of their kind in the world. The publica- 
tion of monthly technical journals also had 
commenced with The Power User (now Power 
and Works Engineering) in 1918. 

When the idea of further journals was mooted 
it was decided by John Kay and his associates 
that the principle to be followed should be that 
the publications should cover basic industries. 
In pursuance of this policy there followed in 


rapid succession Colliery Engineering, The 
Industrial Chemist, Building, Food, The Crown 
Colonist, Wood, Diesel Railway Traction, 
Coke & Gas, and lastly, Water Power. One 
of the most effective and fruitful ideas for 
which Kay was responsible was the conception 
of The Crown Colonist. His original idea, 
which he developed after a visit to the Empire 
Exhibition at Wembley, was the production of 
a journal designed to stimulate interest and 
trade between Great Britain and the countries 
comprising the Colonial Empire. The Crown 
Colonist not only achieved this, but it has come 
to be regarded as an almost official channel of 
communication not only between the mother 
country and the colonies, but also between the 
colonies themselves. The Crown Colonist was 
first published in 1931, the year in which Kay 
assumed the Chairmanship of Transport (1910) 
Limited, a position which he coupled with that 
of Managing Director until September, 1945, 
when control of the company passed to Odhams 
Press Limited. He then became Deputy- 
Chairman and Managing Director. 

Whilst no journal received the whole of his 
attention, The Railway Gazette, of which he 
retained the active editorship until his death, 
was the one with which he was most closely 
concerned and for which he had especial regard. 
Under his editorship it became the most authori- 
tative and widely-read railway journal in the 
world. His wide knowledge of railway men and 
matters was unrivalled. It had been acquired 
over a lifetime of keen study and painstaking 
regard to detail, and was based on the friend- 
ship he enjoyed with most of the leading per- 
sonalities on British railways over two genera- 
tions as well as with railway administrators and 
officers in many parts of the world. 

He was always deeply interested in railway 
developments and conditions in overseas coun- 
tries and in 1910 he initiated the first of The 
Railway Gazette Special Overseas Numbers, 
dealing with the railways of South America. 
The second, in the next year, took as its sub- 
ject the railways of Africa. These Overseas 
Numbers became a widely appreciated feature 
and contributors to them included all the 
principal railway administrators in the many 
countries with which these publications dealt. 
During the recent war it was impossible, because 
of paper restrictions, to continue their publi- 
cation, but as soon as conditions permitted, it 
was resumed with “Overseas Railways, 1948,” 
which appeared last year. To within a few 
weeks of his death, John Kay was actively 
engaged on plans for the next Overseas 
publication. 

He was keenly interested in the Royal 
Engineers’ military railway training establish- 
ment at Longmoor, to which he paid many visits 
and where he was a popular figure. When, after 
the 1914-18 war, there was a suggestion that 
Longmoor should be closed as an economy 
measure, he played a valuable part in the 
efforts, which were successful, to retain the 
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establishment, which since has been developed 
and which has been of value in the training 
of Transportation Units. He was an Honorary 
Member of the Longmoor No. 1 Mess and a 
succession of Commandants and senior officers 
were his firm friends. 

Kay enjoyed above all meeting railway men 
and discussing railway topics. While still a very 
young man he had become closely acquainted 
with a great many prominent railway personali- 
ties, all of whom had given him their full 
confidence and many of whom became his close 
friends. He was a ready listener and had an 
exceptionally retentive memory. His circle of 
acquaintances was very large and he had a great 
number of warm friends on railways both at 
home and overseas. It was because of his 
deep interest in furthering the interests of rail- 
ways in particular and transport in general, and 
because he felt that there was a need in this 
country for a place where transport people 
could meet and mix informally that he took so 
large a part in the development of the Trans- 
portation Club in Wilton Crescent, S.W. During 
the recent war the British railway companies 
had provided facilities for the Transportation 
Club as a meeting place for American and 
Canadian Transportation Officers and British 
railway officers. Kay was invited to be a mem- 
ber by nomination from the outset and he at 
once realised that such a club would serve a 
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useful function. After the war, when the 
American and Canadian forces had left, it was 
proposed to close the club. A meeting of a few 
influential members was held and it was decided 
to try to carry it on as a club with wider 
membership. Kay was asked to be Chairman, 
a position he accepted and still held at the time 
of his death. It was very largely due to his 
unceasing effort and administration that from 
a very small beginning the reconstituted club 
has achieved a membership of over 500 senior 
transport executives, including representatives of 
railways, shipping, roads, airways and so on 
and with an overseas membership including the 
General Managers and other officers of the 
larger railways abroad. 

Kay was possessed of a strong constitution 
and illness was almost unknown to him. He 
was indefatigable in his attendances at railway 
functions of all kinds and achieved a well 
merited reputation for his after luncheon or 
dinner speaking. His speeches were always 
short, topical, and witty. He had recently 
returned from a tour of the Rhaetian Railway 
of Switzerland when he had to undergo an 
operation from which he did not recover. He 
was an Honorary Member of the Institution of 
Locomotive Engineers, a Member of the 
Institute of Transport, and a Fellow of the 
Institute of Journalists. He leaves a widow, a 
son and a daughter. 








Messages of Appreciation 


_ Below is a selection from a number of messages of apprecia- 
tion which have been received by The Railway Gazette:— 


John Kay was a man of complex character and extraordinary 
ability. It has been my privilege to work with him for forty 
years, first under him in the earliest days and, later, jointly 
with him as his most closely associated colleague in his greatest 
ventures. He combined an extraordinary flair for enterprise 
with extreme conservatism. Always receptive to new ideas, 
early in life he became convinced that specialised trade and tech- 
nical journalism presented unlimited scope for development. 
By training he lacked, like most journalists, any routine 
training in book-keeping. Yet no man could analyse 
a balance sheet more quickly and give a judgment on 
the soundness of the concern. This faculty was to serve him 
well at the outset of his career in the earlier purchases he made 
of old-established concerns. 

So far as the presentation of his publications was concerned, 
he disliked exaggeration in make-up, but was insistent that they 
should be well illustrated both in line and half-tone, sometimes 
almost to the point of extravagance. He had one of the keenest 
senses of news value and was most receptive to new ideas which 
he liked to be presented tersely for the quick decisions he gave. 

An individualist, Kay was entirely indifferent to, and unin- 
fluenced by, the outlook and policies of his contemporaries and, 
although tolerant of liberties taken in his later publications, 
would never brook interference with The Railway Gazette, 
which was always nearest his heart. Apart from this, his 
greatest personal achievement—for The Railway Gazette 
was established when he took it over—was undoubtedly The 
Crown Colonist, the great future for which was conceived by 
him during visits to the Wembley Exhibition, where the colonial 
exhibits fascinated him. He visualised the potentialities of the 
Crown Colonies when people were regarding them as appanages 
of the Dominions and thinking in terms of Empire publications. 
In its development, The Crown Colonist through its con- 
tacts and influence with Government officials has, indeed, come 
to be regarded as a semi-official mouthpiece. 

As an employer, Kay was kind hearted and generous almost 
toa fault. Indeed, it was largely a realisation that the * family ~ 
atmosphere could not endure indefinitely as it stood, that 
prompted him to ally himself with the late Lord Southwood and 
amalgamate the business interests with Odhams Press, Limited. 
He had a deep aversion from any suggestion of unfriendliness 
among the staff and was quick to spot any differences and to 
reconcile them. As an individual, he was diffident and retir- 


ing; yet he was an easy after-dinner speaker with a remarkable 
twist of humour and banter which delighted his audiences. His 
intimate friends were few, but the friendships were deep and 
lasting. 

An active and very sincere Freemason, he was a Past Master 
of the Mizpah Lodge and for some years he was a Director of 
Ceremonies. In keeping with his character he was most punc- 
tilious in showing the greatest courtesy to brethren from other 
Lodges. He attained London Grank Rank many years ago, 
and at the time of his death was Treasurer. He was initiated 
in 1916 and he was proud of the fact that during the whole of 
his membership of the Mizpah Lodge he had been absent from 
only one meeting. 

He could appreciate good living but had no interest in sport 
or outdoor activities. His work was his life and he would be 
found at the office late in the evenings and late on Saturdays 
and Bank Holidays which, in other ways, held no attraction 
for him. Essentially a family man with the deepest love for 
the Hampstead in which he lived, he was content to roam the 
Heath at the end of a day’s work or spend his time with his 
family. On his son and daughter he bestowed a loving care 
and kindness far beyond the ordinary conceptions of parental 
devotion. . 

To one who laboured with him for forty years and shared his 
success there will be left a void in life that can never be filled — 
G. R., ToTHILL STREET, S.W.1. 


The passing of Mr. J. A. Kay removes an outstanding figure 
from British technical journalism. Under his leadership The 
Railway Gazette became one of the best-known of transport 
journals, and one which has exercised considerable influence on 
several generations of railwaymen. Railway work is a service, 
with its own traditions and a specialised outlook. Mr. Kay’s 
wide range of interests and sympathies enabled him to make 
The Railway Gazette a window through which railway officers 
could gain a stimulating insight into the operating, engineering 
and commercial methods of other systems and other countries. 

Able to appraise technical contributions shrewdly, Mr. Kay 
maintained a verv high level of interest in the Gazette. This 
remained his dominant interest despite the many subsidiary 
enterprises which he gathered together under the same roof in 
Tothill Street. Transport men all over this country and many 
abroad will miss his cheerful company.—Sir CyrRiL HuRcoMB, 
Chairman, British Transport Commission 
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My colleagues of the Railway Executive and I have learned 
with deep regret of the death of John Kay, He will be widely 
mourned, not only by those who hold senior positions with 
British Railways today, but also by a large number of retired 
railway Officers, for there have been few men outside the rail- 
way service who have been so well known or so well liked 
within it. John Kay not only enjoyed a wide knowledge of 
railways; he shared with countless railwaymen the affection 
and the spirit of service with which they are proud to regard 
their calling. ; 

To the conduct of the technical journals with which his 
name was so long associated John Kay brought mastery of 
management allied to an independence of editorial outlook 
which gained him the respect even of those who did not always 
agree with the views which he expressed. By his passing, 
journalism has lost a noteworthy editor; railways and railway- 
men have lost a keen critic, a tireless advocate and a devoted 
friend.—Sir EUSTACE MISSENDEN, Chairman, Railway Execu- 
tive. 


I feel I must write at once and express my deepest sympathy 
in the loss sustained through the death of my old friend, Mr. 
Kay. kor many years he has been an outstanding character 
in the world of transport, and the country in general in these 
difficult times will miss him very much. To praise his work 
and his energy and keen judgment wouid be like “ painting the 
lily,’ and I can merely conclude by saying that all of us 
associated with Southampton Docks will revere his memory for 
all time—R. P. BippLeE, Docks & Marine Manager, Southern 
Region, British Railways. 


I am one of a very large circle deeply grieved at the news 
of Mr. Kay’s death. His enthusiasm for railways gave him a 
shrewdness in detecting the false from the true, and the wise 
from the imprudent, and it was this flair that has helped to 
make The Railway Gazette such a valuable asset to railwaymen 
the world over. 

His unhurtful sarcasm, when used, was always justified, and 
more than one foolish scheme has been scotched by his gentle 
ridicule; railwaymen, past and present, have never read a copy 
of the Gazette without learning something of value, and those 
of us who were fortunate enough to know John Kay well will 
long miss a great friend, whose genial, kindly nature and wide 
knowledge made him a friend worth having. 

I know all of you will carry on the high tradition with which 
he endowed all the technical journals with which he was asso- 
ciated, and it would be a difficult task to follow the standard 
he set were it not that the countless friends he made will 
continue their friendship to his colleagues for his sake.— 
GILBERT S. SZLUMPER, formerly General Manager, Southern 
Railway. 


I have read with great regret of the death of my old friend, 
John Kay. His passing is a sad loss to The Railway Gazette 
and the railway world, whose views and doings he faithfully 
recorded for a quarter of a century.—Str SaM Fay, General 
Manager, Great Central Railway, 1902-22. 


With the death of John Kay the railway world has lost one 
of its great figures. The confidant of Chairmen, General 
Managers and many others in the railway hierarchy, J.A.K. 
will be remembered for his courage and forthrightness in 
expressing his convictions (for which, during and since nation- 
alisation, he earned the silent thanks of many railwaymen wi:ose 
lips were sealed), for his kindness to the under-dog, for his 
hearty dislike of yes-men, hypocrisy and shams of any kind, 
for his affection for the pre-grouping railways and their tradi- 
tions, especially the Midland, and for his business acumen in 
the leadership of the “ Tothill Street Group.” The Transporta- 
tion Club owes its renaissance to his guidance and unfailing 
support; and both within and without its precincts there will be 
many railway and other transport officers who will miss his 
tall presence, his twinkling zyes and his mischievous grin. It 
is doubtful whether. in the railway publishing world, we shall 
see his like again ——GEorGE Dow, Public Relations & Publicity 
Officer, London Midland Region, British Railways. 


Personally, I have lost an esteemed friend for whom I had 
a sincere affection. Outside of this, the Transportation Branch 
of the Royal Engineers has lost an enthusiastic and highly- 
valued supporter whose memory will last as long as those who 
knew him. The Army owes him a great debt of gratitude, 
which it has never been able to repay properly.—BRIGADIER 
W. G. TYRRELL, sOmetime Assistant Director of Transportation, 
War Office; Commandant, Longmoor, 1939-41. 
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It was with the very deepest regret that I and my colleagues 
of this company read of the death of Mr. Kay, and on behalf 
of us all may I convey to you and to the staff of The Railway 
Gazette and other journals our sincere sympathy in the loss 
you have sustained. Mr. Kay has been known to many of us 
personally for many many years, and we shall ever remember 
his broad-minded outlook, his kind and courteous manner, and 
the intense interest he always took in railway matters, both 
from the operating and the contractor’s point of view. His 
presence at the Transportation Club, of which many of us 
are members, will be greatly missed—G. E. GopFREY, George 
Spencer, Moulton & Co. Ltd. 


May I as a member of his staff who has had a long and 
happy association with Mr. Kay, add my tribute to his memory. 
He was the kindest and most lovable of “ Chiefs” and no one 
who was privileged to work with him could have anything 
but the sincerest affection for, and loyalty to him. His loss 
will be deeply felt by us all—M. W. 


FUNERAL SERVICE AND MEMORIAL SERVICE.—The funeral of 
Mr. Kay took place at Golders Green Crematorium on July 13, 
and a memorial service was held at St. Martin-in-the-Fields 
on July 14. 


Wages and the Dollar Crisis 


A SERIOUS widening in the dollar gap was revealed by 

Sir Stafford Cripps in the House of Commons on July 6. 
Dollar deficit, which was down to £82 million in the first 
quarter of the year, amounted in the second quarter to £157 
million, or £44 million more than the Economic Survey fore- 
cast. Surely by now there can be no doubt left in the mind of 
anybody as to the seriousness of the situation and of the neces- 
sity for increasing exports to the dollar markets by every avail- 
able means. This can be done largely by improving overseas 
marketing technique and by a concentrated effort on the part 
of all sections of industry as a whole. There must be an 
immediate halt to extravagant claims for increases in wages 
and of the prevalent practice of holding the nation to ransom 
by “go slow” threats. Let us hope that the rank-and-file of 
labour will heed the warning given by Mr. Arthur Deakin, 
General Secretary, at the biennial conference of the Transport 
& General Workers’ Union on July 12. He said: “I am going 
to be brutally frank. I doubt at this time whether we could 
get a wage increase at all, and I will be no party to misleading 
people into believing they can press for more pay, with circum- 
stances as they are today.” 


* * *~ - 


Steel Output Target in Sight 


Monthly figures of steel and pig iron production published 
every month by the British Iron & Steel Federation make very 
refreshing reading. Working to rule is not one of the problems 
with which the steel industry has to contend. The output of 
steel in June, though adversely affected by the Whitsun holi- 
day, which came in May last year, was equal to an annual rate 
of 15,645,000 tons, the highest rate of production ever achieved 
in that month, and compares with the previous record annual 
rate of 15,441,000 tons in the corresponding month last year. 
For the six months ended June 30, 1949, total production of 
steel was 7,949,000 tons, which is the highest half-yearly output 
achieved so far, being 384,000 tons better than the output for 
the first six months of 1948, the previous best. Pig iron pro- 
duction in June was at the rate of 9,664,000 tons as compared 
with 9,417,000 tons a year ago. Making allowance, therefore, 
for the usual seasonal drop in production during the holiday 
months of July and August, there is good reason to hope 


that the high official target of 15,250,000 to 15,500,000 tons for 
1949 will be reached. 


* * * * 


San Paulo (Brazilian) Railway Co. Ltd. 


The report of the company which has recently been pub- 
lished, is for the year ended December 31, 1947, the first 
complete accounting period since the disappropriation of the 
main line by the Brazilian Government. During this period 
the company has continued in possession of the Bragantina 
Railway, receipts of which amounted to £64,681, a decrease of 
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£3,638. Working expenses were £142,744, a loss of £78,063. 
compared with £52,758 in 1946. The Bragantina Railway con- 
cession was surrendered to the State of Sao Paulo on June 16, 
1947, and since June 16, 1948, has been operated by the State 
authorities. Since October, 1948, the road motor company has 
operated independently of railway working, but it cannot thus 
be worked at a profit and the company is seeking a market for 
the bus fleet. The company’s claim for unrecognised capital 
still awaits the decision of the Brazilian authorities. Since the 
publication of the report, resolutions for altering the company’s 
memorandum of association and for reducing the capital have 
been passed, at a meeting in London on June 14. Because of 
certain claims on the company recently increased by the 
Brazilian Government, it could only repay 10s. per ordinary 
share. There are differences in Brazil as to exactly what assets 
have been appropriated, and the matter may take several years 
to settle. 


* * » * 


Problems of Power Signalling Maintenance 

The new President of the Institution of Railway Signal 
Engineers, Mr. R. Dell (Signal Engineer, London Transport 
Executive), in his inaugural address before the Institution, dealt 
with the important problems of improving the maintenance of 
power signalling equipment and of reducing failures in service. 
The great density of traffic over most sections of route in this 
country equipped with power signalling results in any delay 
caused by a failure creating considerable dislocation in the 
service. Relatively small details in the design of a relay, train 
stop, point mechanism or other item can influence to a surpris- 
ing degree reliability in service as well as the ease with which 
apparatus can be reconditioned at intervals. This is a subject 
to which Mr. Dell has devoted particular attention, and his 
informative address, detailing some of his conclusions, was 
heard with much appreciation by the members. An abstract 
of Mr. Dell's address appears elsewhere in this issue. 

* * * * 


Starting Wrongly on the Guard’s Signal 


There can be no doubt that the initial cause of the collision 
at Woolwich Arsenal on November 18, 1948, was the motor- 
man starting on the guard’s signal and overlooking the fixed 
signal at danger, but, as Colonel A. Be Trench emphasises in 
his report, summarised in this issue, other factors then contri- 
buted to make a collision almost certain. Unfortunately, the 
signalman at Woolwich Arsenal station did not restore at 
once his platform home signal, and this, of course, misled the 
approaching motorman, who lost his life in the collision. His 
view of the standing train, which naturally he was not expect- 
ing for a moment to come up on, was restricted by curvature. 
The signalman happened to be washing at the end of the box 
remote from the lever concerned, which affords some explana- 
tion of his action, but one can see every day cases in which 
signalmen make no effort to replace any of their signals until 
a train has gone, comfortably assuming, that nothing else can 
come along and forgetting that it can if someone else makes 
a mistake. Then their own signals become worse than useless. 
We are lucky not to have more cases of motormen starting 
off in the way that this unfortunate man did. 


* * * * 


Electric Motive Power for Paris-Lyons Services 

A point often made in discussing the standardisation of 
1.500 V. d.c. for future main-line electrification in France is the 
flexible performance of modern d.c. motors, which tends to 
close the gap between the range of running speeds they pro- 
vide and that offered by the single-phase a.c. system. A review 
in this issue of locomotive and motor coach designs adopted 
for the forthcoming §.N.C.F. Paris-Lyons electrification gives 
concrete examples of what can be achieved. By using motors 
with compensating windings, field weakening is being carried 
to unusual lengths, and the practice is being extended from 
express to mixed traffic classes. The newest Bo-Bo series, for 
example, will go down to 23 per cent. of full field, and will 
cope with a variety of haulage tasks for which in the past it 
has been necessary to provide different locomotives with 
various gear ratios. More running speeds are being given also 
in the latest 2-Do-2 express series by further field compensa 
tion, but equally striking is the provision of ten such speeds 
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in the suburban motor coaches. A recent survey of London 
suburban electric stock by Mr. E. Webster (see our March 25 
issue) showed a maximum of four running speeds whether on 
Underground or main-line vehicles. 


Board of Conciliation for the Railway 
Industry 


AST week we were able to report that on July 1 the 
executive committee of the N.U.R. had informed its mem- 
bers that the decision of the special delegate meeting on June 28 
to work to rule as from July 3 had been suspended for an 
indefinite period. Members were therefore advised to continue 
1ormal working, pending consideration of the position by the 
Minister of Labour, and this action of the executive committee 
Was unanimously approved by the National Union of Railway- 
men in conference at Brighton the next day. In other pages of 
this issue we continue our summary of the successive stages in 
this dispute between the Railway Executive and the N.U.R.. 
which arose in the first place from the N.U.R. demand for a 
flat-rate increase in wages of 10s. a week, and which has 
continued until now because the union has refused to accept 
any other terms. 

On July 5, therefore there was a meeting at the Ministry of 
Labour of representatives of the Railway Executive, N.U.R., 
A.S.L.E. & F., R.C.A., and the Confederation of Shipbuilding 
and Engineering Unions, while on July 8 a further meeting was 
held, after which it was announced that, subject to the consent 
of the parties to the dispute, Mr. George Isaacs proposed to 
establish a Board of Conciliation of five independent members 
to go into the whole question of rates of pay and conditions of 
service in the railway industry, In some quarters it was thought 
likely that a Court of Inquiry would be set up, similar to that 
which sat in June, 1947, when all the railway unions were 
involved in a demand for a £1 a week wage increase and a 
shorter working week, but this was ruled out, because of legal 
and other complications arising from the position of the 
different unions concerned. 

It was announced on July 8 that the provosed Board would 
have three functions: —(1) To assist the parties in consideration 
of problems in the industry arising from the recent meetings 
between the Railway Executive and trade unions. (2) To 
endeavour to promote an early settlement of the problems by 
negotiations between the parties. (3) Failing a settlement, to 
make recommendations which the parties agree beforehand to 
accept. These terms of reference were approved unanimously 
by the N.U.R. at Brighton on July 10, since when the 
A.S.L.E. & F, and the R.C.A., whose attitude throughout has 
been a reasonable one, also have agreed to the idea. Mr. J. B. 
Figgins, General Secretary, stated after the Brighton meeting 
that the executive committee of the N.U.R. had been instructed 
to make the necessary arrangements to present its case to the 
Board, and that “the N.U.R. looked to all its members to 
accept the decision reached at the conference and to work 
normally.” 

What the outcome of this latest move is likely to be, it is 
impossible to say at this stage, though, bearing in mind the 
attitude of the N.U.R. throughout the dispute, chances of a 
satisfactory solution would appear to be remote. The only 
reaction so far has been a discouraging one, as on July 10, once 
again in defiance of the instructions of their accredited leaders, 
something like 3,000 workers at goods depots in Manchester 
and Salford decided to work to rule as from midnight on Sunday 
last, because they disapproved of the new proposal. This threat 
was put into effect. 

Fortunately the Government, driven by circumstances and 
public opinion, lately has shown some firmness in its attitude 
to unofficial strikes in general, which for so long have been a 
drag on the industrial effort, retarding trade recovery, bringing 
the union movement into disrepute, and damaging our prestige 
abroad in countries to which we must look for increased 
markets for our goods. That it should have been necessary 
because of the attitude of the London dockers to declare 
a State of Emergency at the present time, when every 
effort is needed to surmount yet another financial crisis, shows 
only too clearly that the customary processes of negotiation are 
in danger of becoming a farce; especially is this the case 
when, as so frequently happens now, advice given to the workers 
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by their leaders often carries little weight. Some good can 
result from the present deplorable situation if workers can be 
made to realise that the financial position of the country is such 
that no longer can more money be paid for less work. They 
must 'earn, and apparently they must learn the hard way, that 
ownership of a concern, whether the proprietor is the State or 
a private firm, means nothing in itself. The success of any 
industrial undertaking in Great Britain must depend on efficient 
management and a willingness on the part of all engaged in it 
to give of their best. 


* * * * 


German Railways Summer Train Services 


HE summer timetable for the three western zones of 
Germany is issued by the Generalbetriebsleitung West, 
Bielefeld (the headquarters of the Western Operating Division, 
which roughly is co-extensive with the British Zone). It in- 
cludes a number of new and accelerated services, both internal 
and international, but, unlike one or two previous post-wa: 
isues, includes no abstracts of Russian Zone timings. 

The daily Cologne-Berlin express, the only regular 
public passenger train ever scheduled to cross the Russian 
zonal boundary, is shown as terminating at Helmstedt, and the 
Berlin portion of the Nord Express, worked from Cologne 
by this train, does not run beyond Hanover. Fastest running 
appears to be in the British Zone, thanks not only to the 
absence of severe gradients, but also to effective track main- 
tenance and repair of war-damaged bridges. The “ Nord Ex- 
press” is allowed 92 min. for the 76 miles from Osnabriick 
to Bremen, and 146 min, for the 114 miles from Hamburg 
Hauptbahnhof to Flensburg, with some severe gradients and 
slacks. The most remarkable acceleration is that of the 
Hook of Holland-Basle express in connection with the 
Harwich-Hook night boat. This now runs from the Hook 
to Basle in one day, thereby reducing the journey time from 
London to Switzerland to a little over 24 hrs.; it is allowed 
80 min. for the 58 miles from Cologne to Koblenz. 

There are a number of internal sleeping, restaurant, and 
buffet car workings, services being provided by the German 
Railways with cars taken over from the former 
Mitropa Company; international sleeping and restaurant car 
services are provided by the Wagons-Lits Company, and in- 
clude a through sleeping car between Stockholm and Rome 
in the ‘* Scandinavia-Swiss-Italian Express,” and a new ser- 
vice between Brussels and Frankfort in connection with the 
additional Dover-Ostend service during the high season. 
One feature of the Reichshahnkursbuch is the accurate detail 
in which foreign railways’ timings are shown; before the war 
these included abstracts of Irish, Russian and Egyptian train 
timings; in the current issue there are signs of an early 
return to pre-war standards. 


_ * * * 


America is Watching the Working of 
State Control 


VENTS in this country in recent months have demon- 
strated only too clearly that under the protective cloak 
of State control the worker has not experienced that content- 
ment and spiritual release which the ideologists led him to 
expect. Industries not yet under State management have the 
most contented workers and are the most productive. Social- 
ism has been on trial in Britain for two years, and, though 
there is no solid evidence that in the long run it will 
prove good for anyone, there is on the other hand every 
reason to distrust its long-range effects. America is watching 
the British experiment with interest, partly because sections 
of her own industry, including transport and other public 
utilities, fear that a determined assault on her own free enter- 
prise system may not be very far away. and American opinion 
on this subject has been quoted in these pages on several 
occasions. : 
Specially interesting, however, was the address given by 
Mr. Robert B. McColl, President of the American Locomo- 
tive Company, to the American Society of Mechanical Engi- 
neers at Chicago on April 27, when the speaker showed what 
a poor substitute for private enterprise nationalisation had 
turned out to be in the United States in the first world war. 
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That experiment cost the American people just over $2 million 
a day for two years to run the railways in spite of the fact 
that fares were 51 per cent, more per passenger-mile and 
freight rates 80 per cent. more per ton-mile. During the 
recent war the U.S.A. railways were allowed to run themselves 
and they did a magnificent job of work. Instead of having to 
pay out $2 million a day the Government took in from the 
railways something like $24 million a day in taxes. Freight 
rates remained at prewar level and passenger fares were 
increased only slightly. 

Mr. McColl is convinced that this achievement has not been 
lost on the public and he thinks that America may now have 
passed the peak in the demand for Government ownership. 
About nationalisation in Britain he is not at all happy. He 
believes that, while the experiment has not proved the disaster 
some people thought it would, there is no evidence of any- 
thing good and solid resulting from it. He finds State boards 
are tending to become groups of men working for a department, 
whereas the former boards of directors worked well together for 
the most part. On the basis of experience in this country he sees 
no reason for any American employee to believe that 
nationalisation can benefit him. Instead of talking about 
nationalising the railways in America, said Mr. McColl, they 
would be better employed in talking about de-regulating them, 
and if they could show the 1,300.000 employees and 1,900,000 
investors that de-regulation is the road to greater security, 
greater earnings, and greater opportunity. he believed that the 
American people today would be fully prepared to accept 
such a course. Only in that way could industry have real 
creative force. 

* * Ok * 


Malayan Railway 


yer report of the Malayan Railway for 1947, which has 

been sent to us by Mr. J. O. Sanders, General Manager, 
covers the year up to December 31, and is the first since the 
war to cover a full year’s working, the report for 1946 having 
excluded the first three months of that year during which the 
railway was under military control. 

Of the gross revenue of $33,323,994 earned, and the highest 
recorded, half was derived from goods traffic, rates for which 
have been increased since the war by 50-663 per cent. Pas- 
senger fares have been doubled. Operating expenditure reached 
$26,188,978, although the increased wages did not have their 
full effect. Results in the following table are compared with 
those for the nine months April-December, 1946, and for 1940, 


the last pre-war year for which complete financial records are 
available :— 


Year Nine months Year 
1940 1946 1947 
3 $ 3 
Passengers... ... 5,619,720 7,244,213 9,033,169 
Parcels and other merchandise by Passenger 
trains (including matte) ca ta 888,265 1,240,752 1,931,157 
Goods traffic 3 jun ... 10,221,336 9,594,541 16,629,612 
Miscellaneous P ; 299,677 179,389 — 
Road motor services in ag ae 341,415 15,777 418,026 
Rents ... AS es aaj wad » 716,816 478,168 1,242,377 
Revenue aa ths ies 18,087,299 18,752,840 29,885,350 
Expenditure ... 12,978,382 14,071,319 24,084,157 
Surplus 5,108,847 4,681,521 5,801,193 
Contributions to renewals fund 2,044,922 2,393,675 3,191,566 
Surplus 3,063,925 2,287,846 2,609,627 


Passenger journeys, all classes, totalled 4,408,957, and the 
revenue was $9,033,169, compared with £4,365,169 in 1939. A 
weekly through service between Prai (Penang) and Bangkok 
continued to operate throughout the year. The mixed train 
between Prai and Tumpat via Thai territory ran twice weekly. 
Catering services were provided on long-distance services; five 
first class buffet cars and two second class restaurant cars were 
in use and the rehabilitation of additional buffet cars was 
begun. Twenty-five passenger coaches providing sleeping 
accommodation for first and second class were in service. New 
coaches, some air-conditioned, are on order from the United 
Kingdom. 

Goods tonnage totalled 1,388,932 tons, yielding a revenue of 
$16,629,612, compared with $10,024,096 for the full year 1940. 
The tonnage of tin and tin ore averaged 2,747 tons monthly, 
as against 1,398 in 1946. A total of 328,410 tons of rubber in 
1947 compared with 179,425 tons in the nine months of 1946. 
Twenty-six new 4-6-2 engines went into service during the 
year under review and the total locomotive stock at the end 
of the year was 220. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


London Outer Area Services 


* Bemerton,” 
Ashley Common Road, 
New Milton, Hants. 
TO THE EDITOR OF THE RAILWAY GAZETTE 

SiR,—Mr. Calvert. in your issue of May 27, suggests that a 
railcar service should be instituted between Oxford and Win- 
chester, using the Southern station via the wartime connection. 

This connection. at Winchester Junction, is from the up line 
only. During the war up freight trains nassed this way, but 
up passenger trains and all] down trains still had to run via 
Winchester Cheesehill and Shawford Junction. 

If your correspondent’s suggestion were adopted, the service 
would have to run to and from Cheesehill and not the Southern 
station, unless a connection were put in to the down road and 
both connections authorised for passenger traffic. 

Yours faithfully, 
D. S. HUNT 


May 31 


Double-Deck Coaches in Switzerland 


Berne, Switzerland. April 26 
To THE EpiToR OF THE RAILWAY GAZETTE 
Sir,—In connection with the recent references to double- 
deck coaches published in The Railway Gazette, mention might 


also be made of the double-deck coaches which were an early 
tourist feature of the standard-gauge Bédelibahn between 
Darligen and Interlaken in Switzerland. The line, about 23 


miles long, was intended to provide a connection between the 
Lake of Thun and the Lake of Brienz, namely, between the 





Train including double-deck coach on the former 
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Diagram of old Bodelibahn double-deck coach 


steamer terminus at Dirligen (the ship canal to Interlaken was 
not in existence at the time) and that of Bénigen. The rail 
way between Dirligen and Interlaken was opened on August 12, 
1872, and was extended from Interlaken to Bénigen on July 1, 
1874. The railway was subsequently (1893) absorbed by the 
Thun-Spiez-Darligen Railway, and the whole line from Thun 
to Bénigen has belonged since 1913 to the Létschberg Railway 
Company. 

In 1873 ten double-deck coaches, some 5 metres (16 ft. 5 in.) 
high, were added to the original coaching stock. Of these, eight 
were first-class coaches (to serve the then-flourishing foreign 
tourist trade in the Interlaken region) and two were second 
class coaches. The seating capacity of each coach was 64 (32 

each on the lower and upper deck). The upper deck was open, 
but protected by an iron roof, and the seating upstairs was 
arranged lengthwise. 

As these coaches and the single-deck carriages did not suffice 
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to cope with the expanding traffic, six more double-deck 
coaches, built by the Fabrik fiir Eisenbahnmaterial then exis:- 
ing in Berne, were delivered in 1874. These (two first-class, 
and four second class) were designed by Leopold Blotnitzki, the 
Chief Engineer of the Diarligen-Interlaken Railway, a natura!- 
ised Pole. Of these six coaches two had a closed upper saloon. 

The double-deck coaches of the Dirligen-Interlaken-Bénigen 
railway provided the only example of two-storey railway 
coaches in Switzerland. They were withdrawn from traffic in 
1897, before the turn of the century. 

Yours faithfully, 
E. ABEL 


World’s Slowest Train 


Casilla de Correo 2412, 
Buenos Aires. June 15 

To THE Epitor OF THE RAILWAY GAZETTE 
Sir,—In your issue of May 13 you quote a letter from a 
Mr. C. B. Wilson to the Sunday Express, under the heading 
World’s Slowest Train.” The present speed is even slower 
than that stated in Mr. Wilson’s letter, as the train takes 15} 
hours to cover the distance of 111 miles between Corrientes 
and Mburucuya—an overall speed of 7 m.p.h.! The author 
of the letter seems to be a little confused as regards his facis 
and geography. The railway in question is no more than a 
0.75 metre gauge rural line, and is almost 700 miles away from 
the nearest point of the ex-B.A. Great Southern Railway, 
which, I am sure, will have turned in its grave to have such 
aspersions cast at it. Neither has this rural line anything to 
do with Entre Rios (which is a province and not a place); it 

starts from the capital city of Corrientes. 
Yours faithfully, 


E. B. G. WELLS 


A Remarkable Journey 


64, Martyrs’ Fieid Road, 
Canterbury. May 29 
To THE Epitor OF THE RAILWAY GAZEITE 

Sin,—A train journey from Liverpool Street to Leiceste: 
would indeed be a remarkable one, as Mr. Kenneth Brown 
points out in your May 27 issue, but surely the explanation ot 
this passage in Mr. Marjoribanks’s “Life of Sir Edward 
Marshall-Hall, K.C.” is the simple one that the author of that 
work confused the name ™ Leicester” with another that looks 
and sounds similar, and that the journey in question was 
taken, not to the city in the Midlands, but to Leiston in Suffolk. 
If this is so, it would be the natural thing to start such a 
journey at Liverpool Street. 

The presence of an engine named Southport on the G.E.R. 
can be accounted for by either of two explanations. One is 
that this was not a G.E.R. engine at all, but belonged to a 
contractor at work somewhere along the line, and was using a 
siding parallel with the passenger train’s route. 

The second explanation could be that there was no such 
engine at all. Sir Edward went to sleep pondering the problem 
of Southport. A passing goods train roused him, and, with 
“ Southport” still on his mind, he saw the goods train engine; 
but being stilt half asleep, ne dreamed that it was carrying that 
name. A far-fetched idea perhaps, but it could have happened. 

I had thought of another explanation—that the journey 
originated at Liverpool, not Liverpool Street, but as the G.E.R. 
is specifically mentioned, it would seem that this explanation 


will not hold. 
Yours faithfully, 
ARTHUR G. WELLS 
Frog Tampers 
24, Firtree Road, 
Wolverhampton. June 25 
To THE Eptror OF THE RAILWAY GAZETTE 


Sir,—I am indebted to Mr. Jenkins for further information, 
which appeared in your June 17 issue, on the German type of 
hydraulic jack referred to in my letter of May 2 to you, 
published in your journal of May 13. The facts obtained from 
German sources can only be re-affirmed. 

One cannot agree with Mr. Jenkins’s statement, that its use 
would be limited in this country because of restricted room in 
which many works have to be carried out. There are many 
occasions in carrying cut bridge and plant erections where 
ample room is available for working space, and where this 
particular type of jack would have many advantages over the 
one in common use in these islands. 

It is known that investigators representing British firms noted 
this tool in 1946, and it is surprising that it has not yet been 
marketed in this country. However, its absence from the list of 
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tools available cannot be taken as the criterion of its useful- 
ess, when we reflect on British conservatism. 

An outstanding example of this conservatism, and of the many 
others which particularly predominate among railway engineers 
in the British Isles, is the recent introduction of the flat-bottom 
rail as the standard to be adopted on our railways. In spite of 
he fact that the flat-bottom rail has been in use on 95 per 
-ent. of the railways in the world for several decades, it is only 
in the last vear or so that the engineers of British Railways 
have discovered that this type of rail used in permanent way is 
better and more economicai than the bull-head rail and its 
components. 

Yours faithfully, 
W. T. WILKS 


Power Signalling on the B.B. & C.I.R. 


Bombay Baroda & Central India Railway, 
Churchgate, 
Bombay. June 27 
To THE EpDItoR OF THE RAILWAY GAZETTE 

Sir,—With reference to the statement made in my article en- 
titled “ Power Signalling on the B.B. & C.LR.” which appeared 
at page 381 of your issue of April 8, 1949, that this railway 
was the first in India to adopt the junction indicator signal, Sir 
George Cuffe, in his letter to you published 
in your issue dated April 29, has challenged 
the accuracy of this statement. 

I have written to the Deputy Chief Engi- 
neer (Signals) of the East Indian Railway 
on this subject, and his reply is given 
below :— 

“ On the Sealdah Division of this railway 
there are several direction indicator signals. 
These, however, are not of the S.G.E. type 
and, as they were installed by the Signal 
Engineer of the late Bengal Assam Railway, 
I have no knowledge of their origin. These 
signals are of a lunar white light type, each 
arm consisting of three lights mounted on a 
rectangular frame under a colour light 
signal. These signals are still in use in the 
automatic territory of the Sealdah Division.’ 

Since the receipt of this letter, Mr. 
Lowther, of the Siemens & General Electric 
Railway Signal Co. Ltd., has seen the 
Deputy Chief Engineer (Signals) of the East 
Indian Railway, who informed him that 
these indicators undoubtedly were locally 
made, probably due to the shortage of so 
imported apparatus at that time. 

It is noted that these indicators are placed under the aspect 
in the manner adopted for route indicators of the numeral 
type, while the standard for British Railways is above the 
aspect. At least the B.B. & C.I.R. can claim the distinction of 
being the first to instal the type in general use on the British 
Railways! <A diagram of the signal used on the East Indian 
Railway, verified by the Deputy Chief Engineer (Signals) of 
that line, is enclosed 











Yours faithfully, 
H. C. TOWERS, 
Deputy Chief Engineer (Signals) 


Colours of British Railways Ships 


11, Hereford Square, 
London, S.W.7. 
To THE Epitor OF THE RAILWAY GAZETTE 
‘May I be allowed to enter a plea to the Railway 
Executive to reconsider its decision in the matter of the colours 
of the cross-Channel steamers? In particular I would plead for 
the retention of the white line between the black of the upper 
part of the hull and the red anti-fouling paint of the bottom. 
No one who remembers how smart the former Southern Rail- 
way fleet looked, can fail to be depressed by the contrast in its 
present appearance, largely due to the absence of this 
white line, coupled with the extraordinarily unpleasant muddy 
brown colour of the anti-fouling paint selected for the bottoms. 
The Dover-Ostend steamers now look far smarter than the 
British Railways steamers, because they retain a livery almost 
identical with that of the former Southern Railway. The addi- 
tion of a white line round the hulls of the British Railways 
steamers would enhance their appearangg out of all recog- 
nition. One has only to think of what the great Cunarders 
would look like without this feature, to realise how large a 
part it plays in the smart appearance of a ship. 
Yours faithfully, 
HENRY MAXWELL 


June 28 
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** Tavern Cars ” 


Saltram, Plympton, 

Plymouth, Devon. 
To THE EpItoR OF THE RAILWAY GAZETTE 
Sir,—A few days ago I had to travel by a train with the new 
“ Tavern Cars” attached. I will go so far as to say that no 
board of directors of the late companies would have sanctioned 
the construction of those cars. In the first class you just sit in 
a closed-in box, with no chance of seeing the scenew as you 
go by whilst eating your meal. You feel boxed in, and feel 
there is no ventilation. At the same time you are looking 
across the way at someone you trust you will never see again, 
and at others alongside you cheek-by-jowl. In the ordinary 
dining cars you could always put up a barrage by reading a 
newspaper, thereby avoiding conversation, but in these cars 
one would have to be cross-eyed to read a paper. As to the 

decoration of the imitation bricks outside. words fail me. 
The Executive apparently had to go to Germany to get 
the present colours of the British Railways and would not 
accept the old G.W.R. colours, which, I consider, were far the 
best and at the same time the easiest to keep clean. They went 
and had a look at the old Mitropa colours and chose them, 

only made it crimson lake. 


July 2 


Yours truly, 


MONTAGUE B, PARKES 
Suits of Solemn Black 
Kent and Sussex Border. June 24 


To THE EpDIToR OF THE RAILWAY GAZETTE 

Sir,—Some of us who use the Hastings main line via Ton- 
bridge were glad to note the letter in your issue of June 10 by 
Messrs. Dobson and Wilson, protesting against the degradation 
of the “ Schools ” class engines to the ranks of mixed-traffic and 
tank-engine “solemn black.” These engines have done 
phenomenal work in the past with heavy loads on some of the 
fastest Southern schedules, and are recognised as the outstand- 
ing 4-4-0s of all time. Even today they have to clear Ton- 
bridge daily in 37 min. from Cannon Street, a time equal to 
the fastest demanded of the Pacifics, and with a Agavier load, 
namely, 359 tons tare, or 385 tons behind the tender. 

Moreover, the “Schools” have frequently worked in turn 
with the 4-6-0s, and have been considered in roughly the same 
category. Why then degrade from it the most modern and 
probably the finest design of locomotive, especially if weight 
and other considerations are taken into account? The 

*Schools” which are popular everywhere, are essentially 
express and neither slow-passenger nor mixed-traffic engines. 
and in green livery are handsome machines with an undoubted 
publicity value unachievable in black. 

Yours faithfully, 
SOME KENT AND SUSSEX BORDERERS 


Brighton Holiday Traffic 


110, Wynnstay Road, 
Armadale, S.1, 
Victoria, Australia. June 19 
To THE EpDitor OF THE RAILWAY GAZETTE 

Sir,—I was inierested in Mr. F. S. Bond's letter in your issue 
of May 6, asking what was the maximum traffic in any one hour 
between Keymer Junction and Balcombe Tunnel box during a 
Bank Holiday evening, and in case you did not receive informa- 
tion on this matter, may I, from so far away and after such a long 
time, give you my pre-war experience of the traffic on these 
occasions? 

I have several copies of the pre-war Special Working Book 
issued by the Southern Railway to cover the Bank Holiday 
weekends, and frequently 1 observed the service working 
through Balcombe or at Haywards Heath. From memory, the 
busiest hour saw 19 trains through Balcombe and 21 through 
Haywards Heath; the two additional were trains to Horsted 
Keynes, which diverge at Copyhold Junction, having come from 

Seaford or Lewes. Thus, the frequency was one of about 3 min. 
oman this busy hour there was no stopping train from Preston 
Park to Balcombe—in fact, there was a gap of 1} hr. between 

“ stopping trains.” 1 hope this information may be of interest 








to you. a 
Yours faithfully, 
W. A. SHEPHERD 
East INDIAN RAtLway Compayy.—A meeting of the annui- 


tants of all classes of the East Indian Railway Company (the 
102nd annual general meeting of the company) will be held 
at 73-76, King William Street, London, E.C.4, on July 27 next, 
at 2 p.m. 
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The Scrap Heap 


*“ WOODEN SPOON ” FOR BRITISH RAILWAYS 
Instead of teaspoons: wooden stirrers 
(to be used once, then thrown away) in 


British Railways hotels, restaurants. 
buffets. 
Reason: heavy pilferage of metal 


spoons.—From the “ Evening Standard.” 
% * ~ 


TRAVEL WITHOUT TICKET 

At Lurgan petty sessions a man was 
fined £4, with £2 costs, for attempting to 
travel on the Great Northern Railway with 
an altered ticket and without paying his 
fare. Two ticket collectors from Belfast 
said that the date had been so cleverly 
altered with pen and ink—the ticket was 
about three weeks out of date—that it was 
well-nigh perfect—From the “ Belfast 
News-Letter.” 

* * + 
R.H. & O.R. 

I took a trip on the Romney, Hythe & 
Dymchurch Railway, What a ridiculous, 
adorable baby this is! Flat out, we 
rocketed through the countryside at 20 
m.p.h. The tops of the closed carriages 
are about 4 ft. from the ground. 

Grasses rustled against our outstretched 
hands. Most of the staff appeared to be 
nearly a mile high tall, though New 
Romney has an Emett-style engineer, who 
can talk through the window without 
bending. 

' won't swear that it really was a forest 
fire that we passed through near Dym- 
church—I merely looked out to see two 
10-ft. children beating it out with sticks, 
and shrank back reassured at the insouciant 
way our driver ignored such dangers. 
Stanley Baron in the ‘‘ News Chronicle.” 
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Civi_ SERVANTS 


On April 1, 1949, the total number of 
the civil staffs of Government depart- 
ments—excluding the Post Office—was 
459,577, which showed a decrease of 79 
on the number employed at the beginning 
of the year. 

In the civil departments the total 
number employed on April 1 was 347,587, 
an increase of 806 during the quarter, and 
of this total, 109,900 were employed in 
departments concerned with social service 
administration, 

The civil staffs of the three Service 
departments, with the non-industrial civil 
servants employed on defence work in the 
Ministry of Supply, numbered 111,990 on 
April 1, a decrease of 885 since January 
1. The Post Office staff at April 1 was 
246,620, having decreased by 754 since the 
beginning of the year. 





* * * 


100 YEARS AGO 


From THE RatLway TIMES, July 14, 1849 


A BripGe spui_tt in a Weex.—The erection of 
a large railway bridge, 75 feet 6 inches long, and 30 
feet high, in a week, may be regarded by some as an 
impossibility, but the fact has been all but accom- 
plished on the Leeds and Thirsk Railway. Messrs. 
Garside and Parker, sub-contractors, laid the foun- 
dation of a bridge of the dimensions specified, behind 
the Retreat, at Armley, near Leeds, on Monday, 
June 25; onthe evening of the tollowing day the 
abutments were raised to the springing, and the 
centres placed for supporting the stones of the arch 
during its construction. On the Wednesday evening 
the key-stones were fixed. On the following Friday 
the masonry on both sides was raised to the level of 
the cornices ; and on the next day a roadway was 
made across the bridge, which would have been 
completed but for some little delay in the supply of 
stones for the parapet wall. 



































** Three minutes late for duty, Barstow ! 


[Reproduced by permission of the proprietors of 





Menyn Ovitson . 


This will be reported” 


** Punch”’ 
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THE ‘“ SHARK” AT OSWESTRY 


A correspondent sends us the following 
extract from an old volume of newspaper 
cuttings, the date, of May 30, 1859, having 
been pencilled against the cutting from 
which the extract is taken. No indication 
is given of the newspaper, although there 
are grounds for suggesting the Oswestry 
Advertiser. 

OSWESTRY & NEWTOWN RAILWAY 
Progress of the works 

For the benefit of those who have not heard the 
news, we must announce that an engine, called The 
Shark, has just been placed on the rails of this line, at 
the Oswestry terminus. 

We are requested to state that this engine is not the 
one that drew the first train on the Darlington & 
Stockton Railway, but is of much earlier construction 

We are also requested to say that the name of The 
Shark is purely accidental, and has no reference to any 
party now connected, or who has at any time been 
connected, with the company’s affairs. 

We are happy to say that the works are progressing 
favourably. Four men and a boy have been working 
more than ‘* half-time ’’ between Oswestry and Pool 
Quay during the past month, and there is every prospect 
of the line being completed in the present, or at any 
rate, the next, century. 


The extract provides an interesting re- 
minder of the slow progress and financial 
difficulties associated with the construction 
of railways in the agricultural districts of 
Wales. After the lapse of nearly a cen- 
tury, it is not easy to confirm that a loco- 
motive named Shark ever appeared at 
Oswestry, although there is a distinct possi- 
bility, as the well-known Isaac W. Boulton, 
who kept a yard of railway plant at Ashton- 
under-Lyne, possessed an engine named 
Shark about this time. Boulton’s Shark 
was an old Grand Junction Railway engine 
of 1837, built by Robert Stephenson & 
Company, and extensively described in 
“The Chronicles of Boulton’s Siding” 
by A. R. Bennett. 

In the early part of 1859 the contractors 
of the Oswestry & Newtown Railway were 
Davidson & Oughterson, and it is quite 
possible that they hired Boulton’s Shark to 
accelerate the work of construction. It is 
unlikely that Shark would have remained 
on the work long, as Davidson & Oughter- 
son soon gave up the contract, and were 
succeeded by Davies & Savin, who to- 
gether, or with partners, constructed the 
greater part of the Cambrian Railways. 


* + * 


“The Maid” 


(British Railways have introduced a new 
steamer. the Maid of Orleans, into the 
cross-Channel services to replace the 
former vessel of that name, sunk in opera- 
tions off Normandy in 1944.) 


There was a time, long since gone by, 

When England warred in Normandy. 

French hopes were low, and _ hearts 
afraid, 

And then there came “ The Maid.” 


She saved her country at the price 
Of her own life, her sacrifice, 

The badge of courage undismayed 
When-e’er they quote “ The Maid.” 


The soothing, kindly hand of time 
Performed its healing task sublime, 
And, this time, England sent a “ Maid ” 
To die in France’s aid. 


Once more a lady goes to France, 
In friendly pomp and circumstance, 
And the two nations, firm arrayed, 
Again salute “ The Maid.” 


— . ——— 
— 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 
New Mechanical Workshops 


At Koedoespoort, seven miles north of 
Pretoria, a site of 1,000 acres has been set 
aside for the construction of what will be 
ihe largest mechanical workshops in the 
Union, capable of repairing 50 locomotives 
and 150 coaches a month. The shops alone 
will occupy an area of 300 acres. The esti- 
mated cost, including machinery and equip- 
ment, will be at least £6,750,000. The 
workshops will employ 5,000 Europeans 
and 500 non-Europeans. 

More than 1,000,000 cu. yd. of soil have 
been excavated to level the workshop area. 
Workmen are now engaged on the drainage 
system which, in view of the size of the 
workshop area, is particularly important. 
The subsidiary drains alone cover a dis- 
tance of five miles, and the main outfall 
drain which will lead the accumulated water 
from the area will be a mile long. 

The machine shop block of the locomo- 
tive section is to be tackled first and should 
be completed within the next two years. 
The Administration, through its advisory 
engineers, is already negotiating with 
British, American, and Continental firms 
for the supply of the most up-to-date plant 
and machinery. 

New Kei River Bridge 

On May 17 a new railway bridge was 
opened across the Kei River, greatly im- 
proving traffic conditions between East 
London and the Transkei. The first bridge 
was built in 1879, for road traffic only. A 
railway bridge was opened in 1904 and con- 
sisted of a timber structure on concrete 
foundations; it was washed away by floods 
in 1917, after which the old road bridge 
was strengthened for use by both road and 
rail traffic, 

The new bridge is 1,286 ft. long, with 
nine spans of 130 ft. each. The sub- 
structure consists of eight mass concrete 
piers and two reinforced concrete abut- 
ments, all carried down to solid rock. Rail 
level is some 55 ft. above the average level 
of the river bed and 20 ft. above the highest 
known flood level. 


CANADA 

Trial of British Dining Car System 

After a recent survey of customs and 
practices in the United Kingdom and 
France by Mr. J. A. Mclsaac, Manager of 
Canadian National Railways dining and 
sleeping car service, the British Railways 
system of reserving seats for dining car 
patrons will be tested by the C.N.R. on 
boat trains carrying Aquitania passengers 
from Halifax to Montreal and Toronto. 

The new system gives diners the oppor- 
tunity to select sitting one, two, three, or 
four at noon and dinner time, obviating 
the necessity of lining up for meals. 


C.N.R. President Inspects Newfoundland 
Services 

The vital role of railway and coastal 
steamship services in the economic life of 
Newfoundland has been emphasised by Mr. 
R. C. Vaughan, Chairman & President, 
Canadian National Railways, on an inspec- 
tion of the company’s properties and 
facilities in Newfoundland. 

He said that the three principal indus- 
tries of fisheries, forest and mining pro- 
ducts could not prosper without the trans- 
port services which have now _ been 
incorporated into the Canadian National 
Railways System. The railway in New- 


foundland faced tremendous operating 
problems because of the rugged terrain, 
widely scattered outposts and thin traffic 
lines, he said, but * the builders of the line 
deserve great credit for what they have 
accomplished.” 

New passenger equipment and motive 
power have been placed in operation in 
Newfoundland, the telegraph facilities are 
being improved, and other improvements 
are contemplated. To accommodate the 
ever-increasing flow of tourists and freight 
traffic between the island and the mainland, 
Mr Vaughan announced that a second 
steamer has been added, and the passenger 
train service acrcss Newfoundland would 
be increased to six trains a week. 


UNITED STATES 


1949 Railroad Fair 

On June 25 the 1949 Railroad Fair 
opened at the exhibition lake front site at 
Chicago. The seating accommodation at 
the “ Wheels-a-Rolling’” pageant grand- 
stand has been increased, and there is 
another grandstand for the free ice show 
sponsored by makers of railway equipment 
and supplies. The Atchison Topeka & 
Santa Fe has a cinema. 

There is a reproduction of part of the 
Moffat Tunnel, finished in the same red 
rock through which the original was bored. 
One of the famous San Francisco cable 
cars takes visitors down a slope to Lake 
Michigan. Historic locomotives and trains 
form part of a pageant of transport cover- 
ing a period of almost 300 years. 


FRANCE 


Transport Co-ordination Plans 

The Supreme Transport Council has 
completed its discussion of co-ordination 
of railway, road, inland navigation, sea 
and air traffic. The National Assembly 
has approved the adoption of co-ordina- 
tion plans by ministerial decrees and it is 
probable that a rail and road co-ordina- 
tion scheme may be sanctioned in the near 
future. The Union of Road Transporters 
in the Paris district has protested against 
the fixing of co-ordinaiion measures by 
decrees. 

Subsidies Cover Railway Deficit 

The National Assembly, during the recent 
financial debates, voted by show of hands 
the subsidy of fr. 21,500,000,000 to cover 
the railway deficit and a subsidy of fr. 
7.500,000,000 to provide for the promised 
regrading of railway officials. M. Pineau, 
Minister of Public Works & Transport, 
attributed the deficit to two immediate 
causes, increases in certain taxes and falling 
off in traffic. Other and deeper causes were 
the failure to adapt the railways to the 
economic evolution and the defective 
financial organisation. As to the latter, the 
Minister maintained that the formula for 
financial control of public enterprises had 
still to be found. 

To the objection that the deficit had been 
largely increased by the uniform rise of 22 
per cent, in railway tariffs, the Minister 
replied that a revision of rates was under 
consideration and added that as 80 per cent. 
of the traffic passes over 50 per cent. of 
the lines, it is proposed to close some lines. 
He agreed with a critic that the financial 
control was insufficient and said that 
before the end of the year it should be 
possible to effect savings of fr. 
10,000,000,000 and increase receipts by 
fr. 5,000,000,000 by revision of tariffs. On 
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co-ordination, the Minister said it is 
planned to classify the system into profit- 
able lines and competitive lines. Where 
Ines are closed road operators will be 
responsible for passenger traffic. No 
change in the status of railwaymen will be 
made by the gradual reduction of the staff 
from more than 450,000 to 400,000— 
10,000 a year will be placed on the retired 
list. Other proposals include the gradual 
closing of 6,200 miles of secondary lines 
by agreements and contracts with road 
operators and the organisation of central 
stations for receiving and distributing 
goods. 
Financial Aid for S.N.C.F. 

Financial aid for the S.N.C.F. may be 
provided by a _ bill now before the 
National Assembly dealing with special 
Treasury advances for public works. The 
bill proposes to raise the maximum for 
such advances. for the S.N.C.F. from 
fr. 35,000,000,000 to fr. 60,000,000,000. 
The financial situation of the S.N.C.F. will 
also be eased by the fact that the American 
Government has authorised the release for 
investment and reconstruction expendi- 
ture in July of a supplementary amount 
of fr, 27,000,000,000 of the counterpart 
francs under the Marshall plan aid. The 
Economic Co-operation Administration 
considers that fr. 9,000,000.000 of this 
fund will be applied to works for the 
production of electric power and 
fr. 6,000,000,000 for reconstruction and 
modernisation of the railways. 

During the second reading of the finance 
bill, M. Pineau, Minister of Public 
Works, said that after the “draconian 
economies” he had imposed on the rail- 

ways, the §.N.C.F. had taken severe 
measures indicating a change in policy. 
Orders for indispensable materials would 
be maintained, but the S.N.C.F. was 
undergong a crisis that was inevitable. 
The Minister asserted that secondary lines 
may be closed by a simple ministerial 
decree. some perhaps before the end of 
the year. 


PORTUGAL 


Lisbon Underground Railway Plans 

A company has been formed in Lisbon 
with the title of Metropolitano de Lisboa 
for the construction of an underground 
railway system in the city. The present 
capital is 4,500,000 escudos, of which the 
British-owned Lisbon Electric Tramways 
Company owns 13.33 per cent., and the 
municipality 51 per cent., but it will be in- 
creased as soon as plans have been com- 
pleted to 400.000,000 escudos by the issue 
of new shares, and possibly by a further 
300,000,000 escudos. British experts who 
have been in Lisbon at the invitation of 
the tramways company to study the project 
are: Mr. A. G. Evershed, Economic Effi- 
ciency Officer, London Transport Execu- 
tive: Mr. J. P. Thomas, former General 
Manager (Railways), London Passenger 
Transport; and Mr. D. Anderson and Mr. 


V. Bartlett, of Messrs. Mott, Hay & 
Anderson. 
Portuguese engineers have completed 


their studies and preliminary plans have 
been approved by the municipality. The 
new company which holds a 75-year con- 
cession for working the line has stated that 
the first tenders for preliminary construc- 
tion work will be called at the beginning 
of 1950. Under agreements, the first lines 
must be in operation in not more than 
four years’ time and work on_ the 
extensions must follow immediately. 
Stations will be built at intervals of about 
500-800 metres and be equipped with lifts 
or escalators. 
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Electric Traction Section 


Netherlands Railways Electrification Extension 


Electrical haulage of coal trains from 


the Limburg coalfield 


COMPLETION of the Limburg electri- 

fication of the Netherlands Railways, 
which covers the section from Eindhoven 
to. Maastricht and to Heerlen, synchronised 
with the introduction of the summer time- 
table on May iS. This is a further stage 
in the Netherlands Railways electrification 
project, which, as described in our issue 
of January 31, 1947, comprises electrifica- 


in Holland 


tion of all main lines for both passenger 
and freight traffic. 

The newly electrified lines total 90 route- 
and 230 track-miles, the latter including 
the coal traffic marshalling yard at 
Susteren, between Roermond and Sittard. 
Erection of overhead structures began in 
the winter of 1947-48, and of conductor 
wires in May, 1948. Special difficulty was 
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Existing and projected electrification of the Netherlands Railways 





Ten-Year Electricity Plan for the Swiss Federal 
Railways 


A POWER consumption scheme covering 

the next ten to fifteen years has been 
evoived by the Swiss Federal Railways to 
meet the increasing requirements necessi- 
tated by intensified train services, additional 
conversions of lines, and so on. 

The scheme is based on the assumption 
that. requirements in 1948 would have 
totalled 895,000,000 kWh. Consumption 
for the year ended Sepiember 31, 1948, 
totalled only 877,548,000 kWh., because of 
reduction of services and heating in the 
trains, and enhanced use of steam locomo 
tives. By adding 28,000,000 kWh. for ad- 
ditional annual consumption from newly- 
electrified lines, and a further 47,000,000 
kWh. for the intensification of services, a 
total annual consumption of 970,000,000 
kWh. has been arrived at. It is believed 
that the 1,000,000,000 mark p.a. will not be 
exceeded annually even in the distant future. 

Annual production by the Federal Rail- 


stations now totals 
To this must be added 


ways’ Own power 
782,500,000 kWh. 


supplies from _ privately-owned power 
stations aggregating 99,000,000 kWh. 
annually. After extensions, now in hand, 


to their own power stations the Federal 
Railways envisage an additional 72,500,000 
kWh. annually from this source alone; 
supplies from privately-owned power 
stations are expected to increase by some 
43 million kWh. annually. Hence, the 
grand total would be 997,000,000 kWh. In 
practice, however, a maximum of only 
898,000,000 kWh. is expected to result. 
The annual deficit, therefore, would be 72 
million kWh. 

There are various ways to cover the 
deficit. One is a participation of the 
Federal Railways in _ projected joint- 
ownership power stations. Another is the 
possibility, now being examined, of erect- 
ing a railway-owned power station in the 
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encountered in arranging for possession of 
the line by the engineers by reason of 
heavy traffic with the Limburg coalfield, 
in addition to the intensive passenger 
service common to all main lines in 
Holland. 

Power for Netherlands Railways elec- 
trified lines is produced at 10,000 volts 
three-phase a.c. and transformed to 1,500 
volts d.c. Some of the sub-stations are 
equipped with rectifiers used originally on 
previously-electrified sections of line, and 
removed during the war to Germany, 
where they were eventually discovered in 
a damaged condition. Other electrical 
equipment includes mobile rectifiers, for 
emergency use, of modern British design. 
To ensure insulation of telegraph and tele- 
phone lines, these have been led under- 
ground in an eighty-strand cable 2 ft. 6 in. 
below the surface of the track formation. 

New rolling stock includes four-car 
units with second and third class accom- 
modation. These can convey 42 seated 
and 40 standing passengers in second class, 
and 178 seated and 100 standing in third 
class; or 360 in all. Each unit consists of: 
motorcoach with guard’s and third class 
compartments; second class coach; coach 
with kitchen, dining accommodation for 
eleven passengers, and third class com- 
partments; motorcoach with third class, 
postal and guard’s compartments. The 
kitchen is equipped with coffee-making 
apparatus, refrigerator, water heater and 
electric cooker with oven and _ hot-plate, 
and can serve a variety of plain dishes. 

A new feature of the Limburg electri- 
fication is the use of electric locomotives, 


used for express passenger and for freight, 


including coal, trains. The locomotives 
were described in our August 13, 1948, 
issue. Four (on _ Saturdays, — three) 
restaurant-car expresses each way daily 
have reduced the journey time between 
Amsterdam Central and Maastricht from 
four and one half to under three hours. 
The journey times of stopping trains, 
worked with streamlined multiple-unit sets, 
have been reduced correspondingly. 

The electrification will not only result in 
a considerable saving, of about 30 per 
cent., in coal consumption, amounting to 
over 300,000 tons annually, but will bene- 
fit the economy as a whole by accelerating 
the distribution of coal from Limburg to 
the Eastern and Northern provinces. 


Gotthard massif additional to the two rail- 

way-owned power stations already there 
at Amsteg and Ritom. In any case the 
solution will have to be part of a power 
scheme covering the whole of Switzerland, 
and in such a way as to ensure full sup- 
ply even in years with prolonged droughts 
or dry winters, as experienced in recent 
years, which periodically embarrass the 
Federal Railways. Thus, in the severe, 
dry winter of 1946-7, shortage of power 
resulted in drastic curfai ilment of passenger 
services, the situation being aggravated by 
a coal shortage throughout Europe. The 
idea is to avoid in future years any curtail- 
ment of traffic because of deficiencies in 
the power supply: steam services which 
have to be introduced at such times prove 
too costly. 

It is believed that there will be only a 
slight intensification of services in coming 
years, reaching a maximum of 5 per cent. 
(based on the 1948 total) within ten or 
fifteen years. Long and heavy trains will 
probably be gradually replaced by shorter 
and more frequent trains. 
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Electric Traction Scction 


is-Lyons Electrification 


Technical developments based on French electric traction 
research to be embodied in locomotives and motor-coaches 





Bo-Bo locomotive of Class ** BB. 0 
mixed traffic has been developed 


WwitHour differing outwardly to any 
great extent from units that have 

been in service for some years, the loco- 
motives to be used on the Paris-Lyons 
main line as the various stages of its elec- 
trification are inaugurated will incorporate 
technical improvements of much interest. 
A more apparent chang2 from the practice 
of recent years will be seen in the multiple 
unit trains for suburban services, for 
which it has been decided to adopt units 
consisting of motor coach and trailer, in- 
stead of motor coaches articulated in pairs. 
The main-line locomotive classes will be 

a Bo-Bo for mixed traffic and a 2-Do-2 for 
express passenger services. Both are de- 
rived from numerous series of predeces- 
sors on the former P.O.-Midi system. The 
most important development in the Bo-Bo 
locomotives has been the widening of the 
range of economical running speeds. 
This has been achieved by adopting a 
greater dsmcies of field weakening than in 





co 


325,” from which a similar type for 
for use on the Paris-Lyons line 


the past, for which purpose the locomo- 
tives under construction for the Paris- 
Lyons line are being provided with com- 
pensating windings in series with the arma- 
tures to counteract the effect of armature 
reaction at low values of field. 

Various express locomotives in France 
have been equipped already with compen- 
sated motors to increase the number of 
economical running speeds available, but 
the new Bo-Bo series is the first mixed- 
traffic design to have them. Minimum 
field with these machines is only 23 per 
cent. of full field, and the ratio 

Speed min. field 

Speed max. field 
is 2-28. Corresponding figures for pre- 
vious Bo-Bo classes have been tabulated by 
M. Marcel Garreau, head of the S.N.C.F. 
Electric Traction Division, in a contribu- 
tion to a_ special railway number of 
Travaux, He showed that the nearest 
previous approach to the foregoing ratio 
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was 1-43, obtained with some non-com- 
pensated motors introduced in 1937, in 
which minimum field was 40 per cent. 

Flexibility in this respect is an obviously 
desirable attribute of a mixed-traffic loco- 
motive, and M. Garreau has recalled that 
one reason for the multiplicity of Bo-Bo 
classes has been the construction of 
machines differing mainly in their gear 
ratios to meet the needs of different classes 
of traffic. 

Figures have appeared in various French 
publications recently comparing the cal- 
culated performance of the new Bo-Bo 
locomotives (“ BB.8001”) with that of 
their immediate predecessors (““ BB.0325 ”’), 
and these are tabulated below. It has been 
a requirement of the new Bo-Bo design 
that it should be capable of starting and 
hauling goods trains of 1.280 tons without 
assistance on any part of the Paris-Lyons 
main line except for one long incline of 
1 in 125 crossing the Seuil de Bourgogne, 
where double-heading or banking will be 
practised. 


COMPARATIVE PERFORMANCES OF Bo-Bo 
L 


OCOMOTIVES 
Type and Balancing speeds at 
weight of Gradient 1,350V. average 
train BB. 800! BB. 0325 
m.p.h. m.p. 
Goods «. Level pa 53 46 
1,280 tons lin500.... 45 37 
lin200 ... 34 28 
Parcels Level 65 69 56 
670 tons tinSOO.... 65 66 5! 
lin200_... 54 44 
Lin 125 a 44 35 
Passenger ... Level 6571 62 
490 tons | in 500 65/68 56 
lin200.... 63 50 
lin 125 iin 54 43 


The continuous rating of the motors in 
the “ BB.8001 ” class is 600 h.p. each, com- 
pared with the 460 h.p. motors of their 
creiiaeitanahk: An illustrated description 
of the former locomotives appeared in our 
issue of July 16, 1948. The motors oper- 
ate in series and series-parallel, being 
wound for 750 V. 


Express Passenger Locomotives 


Express passenger traffic on the Paris- 
Lyons line will be handled by a new series 
of 2-Do-2 locomotives, developed from 
the most successful of the numerous minor 

varieties of this type in operation on the 
former P.O.-Midi system. Their im- 
mediate predecessors are the series placed 
in service in 1942, which have a maximum 
speed of 80 m.p.h. and a continuous rating 
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of 3,520 h.p. The new locomotives now 
under construction have been designed for 
speeds up to 87 m.p.h. in normal traffic, 
with the requirement of woyking passen 
ger trains of 840 tons on level track at 
80 m.p.h. Their continuous rating has 
been raised to 4,000 h.p. 

The Biichli flexible drive and camshaft 
type of control, which characterised the 
locomotives with which the foregoing com- 
parisons are made, is being retained in the 
new series. Both have motors with com- 
pensating windings, but in the latest de 
sign it has been possible to increase the 
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duties practicable, and the control system 
will permit smooth acceleration with very 
varied loads by the optional use of sub- 
divisions between the main notches. The 
servo motor driving the camshaft is 
coupled through a form of differential 
gearing to the controller. Movement of 
the controller handle causes a cam to close 
contacts which energise the valve admit- 
ting air to the servo motor. The motor, 
while actuating the camshaft, also drives 
the cam in the reverse direction until, 
having moved through an angle corre- 


sponding to that described by the control- 
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available for adhesion. A prototyne Cc 
Co machine appeared in 1946, and the fir 
of two more of a later design, bui 
by the Alsthom works, is on trial on tk 
Paris-Bordeaux service, as described in o1 
June 10 issue. 

The new Alsthom machine has thre 
550 h.p. (continuous rating) frame-mounte 
motors per bogie, each driving a 
axle through a quill-type flexible tran 
mission with a floating ring and four link 
carried on Silentblocs. This use of rubbe 
in the resilient portion of the drive ol 
viates lubrication. The design of th 






noe ae tat 


range of speeds obtained by field shunting 
and to obtain 24 economical running 
speeds in all, compared with 15 in the pre- 
vious class. Series, series-parallel, and 
parallei connections are used. The mini 
mum value of field is 29-5 per cent., at 
which the speed ratio to that with full field 
is 2:2. With these characteristics, the loco- 
motives will show a satisfactory utilisation 
factor by being able to spend some of their 
time on fairly heavy goods and parcels 
trains. 

Starting resistances with a higher rating 
are being provided to make mixed-traffic 


High-speed Co-Co locomotive built by Alsth 
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2-Do-2 express passenger locomotive on which the 2-Do-2 locomotives under construction for the Paris- 


Lyons electrification have been based 


ler, it allows the contacts to open and the 
action ceases. Further details of these 
control arrangements appeared in our issue 
of May 21, 1948. 


Power Bogie Locomotives 

Meanwhile, long-term policy in France 
contemplates the eventual use of power 
bogie locomotives for express trains, the 
behaviour at speed of types such as the 
Swiss “Re4/4” and the corresponding 
Létschberg class being held to warrant the 
abandonment of carrying axles. bringing 
the advantage of the whole weight being 


: as 


locomotive is based on the requirement of 
working 325-ton trains on the Paris-Lyons 
main line with a top speed of 99 m.p.h. 
As in the types noticed already, a wide 
range of running speeds is obtained by 
carrying field shunting to considerable 
lengths—to 30 per cent. of the maximum 
in this case—and this process, in conjunc 
tion with the usual combinations of the 
motors, gives the new Co-Co a total of 33 
running speeds. 

Two designs for high-speed Bo-Bo loco- 
motives are also under consideration, one 

(Continued on page 77) 






om to a design based on the requirements of fast services on the 


Paris-Lyons main line (see also illustration on page 646 of June 10 issue) 
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New Woodhead Tunnel, Eastern Region 


The longest main-line railway tunnel to be constructed 
during the present century 


in Great’ Britain 





Mr. J. C. L. Train, with railway and consulting engineers at the site 
of the west portal 


P RELIMINARY work has now com- 
menced on the construction of the 
new double-track tunnel, over three miles 
long, through the Pennine Range, from 
Woodhead to Dunford Bridge. on the 
main line from Manchester to Sheffield. 
The first of the existing twin single-line 
tunnels was completed more than a cen- 
tury ago, and the maintenance of these 
works has now become costly and un- 
economic. The decision to construct the 
new tunnel was taken by the former 
London & North Eastern Railway in 1947, 
and Parliamentary powers for the new 
bore were obtained by that company. 
The railway from Manchester to Shef- 
field is one of the chief lines of communi- 
cation between Lancashire and the Mid- 
lands and the East Coast. It carries a 


heavy flow of mineral traffic from the 
coalfields of Nottinghamshire, Derbyshire, 
and South Yorkshire to the industrial areas 
of Lancashire, and a considerable amount 
of freight and passenger traffic. On week- 
days, about 90 trains pass through the 
tunnel towards Manchester, and some 80 
trains use the up line. 

It is estimated that the new tunnel will 
be opened for traffic in 1952, and that the 
total cost of the works, including the lay- 
ing of the tracks and resignalling, will be 
in the region of £2,800,000. Other works 
in connection with the tunnel include the 
reconstruction of the stations at Woodhead 
and Dunford Bridge, and the rebuilding 
of several bridges. These works will pro- 
ceed simultaneously with the construction 
of the tunnel, so that everything will ibe 
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ready for the electrification of the railway 
when the tunnel is completed. 

The new tunnel will be about 100 ft. 
south of the centre line of the existing 
westbound tunnel, and will be 31 ft. wide 
and 24 ft. high. It will be straight, ex- 
cept for a 40-ch. curve about 600 ft. long, 
at the western end. The gradient through 
the tunnel will be 1 in 203, rising towards 
the eastern end. The plans provide for 
three ventilating shafts, varying in depth 
from 470 ft. to 550 ft. The centre shaft 
is to be constructed first, and headings 
will be driven from it in both directions 
to meet the borings driven from each end 
of the tunnel. The tunnel and the 
ventilating shafts are to be lined with con- 
crete throughout. 

A camp for the contractors and the 
engineers is to be provided at Dunford 
Bridge. The first huts have been erected: 
roads are being built; and eventually the 
camp, complete with dining hall, canteen, 
hospital, post office, and entertainment 
facilities, will accommodate about 700. 

The plans for the new tunnel were pre- 
pared under the direction of Mr. J. I. 
Campbell, Civil Engineer, Eastern Region, 
British Railways. Sir William Halcrow 
& Partners are acting as Consulting 
Engineers; Balfour Beatty & Co. Ltd. is 
the contractor for the execution of the works. 

In the illustration at the head of this 
article, Mr. J. C. L. Train, Member, Rail- 
way Executive, is shown at the site of the 
west portal of the tunnel with a party 
which includes Mr. J. I. Campbell, Re- 
gional Civil Engineer; Sir William Hal- 
crow. Consulting Civil Engineer; Mr. A. 
Dean. Railway Executive; Mr. A. M. 
MacTaggart, Director, Balfour Beatty & 
Co. Ltd.; Mr. J. D. Dempster, Resident 
Engineer, Woodhead Tunnel; Mr. A. M. 
Cleghorn and Mr. W. Brown, Balfour 
Beatty & Co. Ltd. 





PITTENWEEM TRAIN - STOPPING AGREE- 
MENT.—On July 5 the town council of 
Pittenweem decided to invoke an agree- 
ment made 78 years ago in an attempt 
to compel British Railways to stop an 
early morning express from St. Andrews 
to Glasgow at Pittenweem. 





Work in progress at the Dunford Bridge end of the new Woodhead Tunnel. On the right are the eastern 
portals of the existing tunnels and above them the camp for workmen engaged on the new construction 
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Rotating-Reclining Seats on the Pennsylvania Railroad 


Forty adjustable seats are arranged in 
pairs on either side of a central gangway 


F ROM Mr. Ashton C. _ Bonnaffon, 
General European Agent of the Penn- 
sylvania Railroad, we have received photo- 
graphs and draw.ngs of the reclining and 
rotating seats installed .n recent years by 
the Pennsylvania in its passenger rolling- 
stock. The accompanying _ illustration, 
which gives a reminder of the great width 
permissible within the American loading 
gauge, shows the interior of one of these 
coaches, with forty’ reclining seats 
arranged in pairs on either side of the 
central gangway. 
Each pair of seats rests on a massive 
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central pedestal, which also incorporates 
an aisle light to illuminate the adjacent 
floor space. Encircling each pedestal is 
a metal foot-rest of circular cross-section, 
fixed in position by four supports mounted 
ou the pedestal. The seats themselves are 
each 19 .n. wide and 193 in. from the front 
edge to the back (measured horizontally). 
The depth of the seat, with Textolite 
upholstery, is 7 in., and the height of 
the front edge from the floor level is 17 in. 

The outer arms of the twin seats are 24 
in. wide, and the inner arm, which separates 
them, has a width of 2 in. The distance 
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from the back of the seat (upper surfac 


to the top is about 284 in., and the great: s 


thickness of the back, including upholste 
is 6 in. A kick-plate, in stainless steel, 
fixed to the back of each seat, bei 
fastened to the framework, which is 
satin-finish aluminium. Other detail f 
tures are the studs for fastening the hea 
rest covers, combined check holders, a 
seat number-plates. 

To adjust the angle of the seat for 1 
clining, or to bring the back into its norn 
pos.tion, a small hand-control button 
built into the front corner of each ou 
arm-rest. Each of the two seats in o 
unit thus can be adjusted independen 
through a wide angle. The 
shows that the upper edge of the back 
each seat can be swung through an angle 
about 20 deg. 
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Diagram showing construction and principal dimensions of the seats 








s 


Pennsylvania Railroad coach equipped with rotating reclining seats 
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A Cold Store Installation in East Africa 


A large plant at Kilindini, Kenya, for storing 
perishable foodstuffs for both import and export 








Roof of insulated van capable of conversion to normal refrigerator 
van by the fitting of ice-tanks in the roof-manhole 


HE new Kilindini Cold Store, designed 
principally for the storage of perish- 
able foodstuffs, is the largest installation 
of its kind in East Africa, The plant is 
of an advanced design and uses the prin- 
ciple known as “Cold Air Dry Battery ” 
which ensures that a minimum of moisture 
is extracted from stored goods. 
The store, which occupies part of the 
ground floor of one of the port transit 





sheds, has an internal capacity of 106,700 
cu. ft. and covers an area of some 21,000 
sq. ft. Cork insulation is used throughout, 
and storage chambers are arranged in three 
groups which are separated by air locks 
in the form of two passages running the 
full breadth of the building. Each group 
contains four chambers of similar size, and 
each of three end chambers has been 
divided to form two smaller chambers. 
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Thus, the storage space comprises nine 
large and six smaller chambers. The 
function of the smaller chambers is to 
allow of uncooled goods being frozen 
before transfer to the larger chambers for 
storage. 

The engine room, which has been built 
against the end of the transit shed, houses 
two ammonia compressors and ancillary 
equipment. One compressor, with twin 
cylinders, is driven by a 60-h.p. electric 
motor, and the other, which has three 
cylinders, is driven by a 100-h.p. electric 
motor. 

Both electric motors are three-phase 
synchronous induction type machines and, 
when running, will be used to improve the 
power factor of the port electrical system. 
The smaller compressor will suffice to run 
the plant under normal conditions, and the 
larger machine will cope with any ab- 
normally high loading which may occur; 
it will seldom be necessary for both 
machines to run simultaneously. 

Cooling System 

Brine is not used as a cooling medium, 
but ammonia is circulated throughout the 
cooling system, The ammonia leaves the 
engine room as a liquid and is allowed 
to expand during its passage through a 
system of pipes. On reaching the cold 
chambers, it enters air coolers and passes 
through coils fitted in them. Air in cham- 
bers is cooled by its circulation past the 
ammonia coils. Air circulation is by fans 
integral with the coolers, 

Under normal working conditions, the 
whole store can be kept at 15° Fahrenheit, 
It will be possible, in the course of a 
normal working day, to freeze 16 tons 
of butter entering at 60° Fahrenheit, and 
one ton of meat entering at 30° Fahren- 
heit, or similar quantities of other com- 
modities. Except when movement of 
cargo has taken place, the plant will not 
have to run for more than ten hours a 
day, and even after a large intake of 
produce, it is unlikely that it will be 
necessary to run continuously for more 
than 22 hours to reduce the temperature 


sear 


Insulated van built by the East African Railways & Harbours for the transport of chilled pork. Note 
the simplified Westinghouse brake piping 
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to the required level. Space has been 
provided, in the engine room, for the 
accommodation of a third compressor, 
should this be found necessary for future 
expansion. Extensive office accommo- 
dation is provided above the engine room. 

The ammonia condenser, constructed 
to allow of future enlargement, is mounted 
outside the engine room. Cooling of this 
equipment is effected by the circulation of 
sea water. An alarm system is provided to 
guard against the possibility of persons 
veing inadvertently shut in the cold 
chambers. Each chamber is provided with 
an alarm push. 


Export Use Envisaged 

It is expected that, in addition to its use 
for the storage of imported goods and the 
local produce for internal consumption, the 
new store will cater for an extensive export 
trade in butter and meat. It is unlikely, 
however, that the full storage capacity will 
be needed for some years, and it may be 
possible to allocate certain space to com- 
panies who may wish to arrange for the 
victualling of their ships from Mombasa 
Port. 

Special bogie wagons are available for 
the conveyance of perishable agricultural 
products from the interior to the cold store 
for export. They are heavily insulated 
with cork and have a carrying capacity of 
18+ tons.. The bodies were constructed in 
the Nairobi Workshops of the East African 
Railways & Harbours. The principal com- 
modities to be carried are expected to be 
pork products and butter. 

The installation was designed by J. & E. 
Hall Limited, of Dartford, Kent, who sup- 
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The cold rooms at Kilindini are on the lower floor of No. 5 shed 
with engine room and offices adjoining 


plied all mechanical plant. The building 
was constructed by the Eng-neering De- 
partment of the East African Railways & 
Harbours, and the plant installed by staff 
of the Mechanical Department of the East 
African Railways & Harbours under the 
direction of a skilled erector from J. & E. 
Hall Lim:ted. The machinery will be 
operated and maintained by staff of the 
Mechanical Department, and the handling 
of goods will be controlled by the Adminis- 
tration’s agents, the Kenya Larding & 
Shipping Co. Ltd. 





A Notable Sussex Viaduct 


FRENCH ExprESS DERAILED.—The morn- 
ing express from Paris to Strasbourg was 
derailed at about | p.m. on July 4 be- 
tween Sarrebourg and Luneville. The 
first coach was badly smashed. Four 
persons were killed, 12 seriously injured, 
and a number slightly injured, The re 
maining coaches of the train were over- 
turned, The accident seems to have been 
caused by abnormal expansion of the 
rails because of the great heat. On the 
next day another train was derailed at the 
same spot. but there were no injuries. 





View looking north-east across the Ouse Valley, Sussex. The 
Brighton main line, Southern Region, and was completed in July, 1841, to the design of J. Rastrick 
Photo\ 
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Vir. T. E. Argile has been re-appointed 
a permanent member of the Transport 
Tribunal for a further period expiring on 
September 30, 1949. 





Mr. R. C. Vaughan, Chairman & Presi- 
dent, Canadian National Railways. is at 
present in London. 





Mr. F. M. Khan, General Manager, 
North Western Railway, Pakistan, is at 
present in London. 





Mr. P. L. Falconer, M.I.Loco.E., 
A.M.Inst.T., who has retired from the 
position of Chief Mechanical Engineer, 





Mr. P. L. Falconer 


Chief Mechanical Engineer, Central Argentine 
(now General Mitre) Railway, 1946-49 


General Mitre (former Central Argentine) 
Railway, received his technical training at 
the Eastleigh locomotive works of the 
L.S.W.R. under Mr. Dugald Drummond, 
and joined Beyer, Peacock & Co. Ltd. as 
a draughtsman in 1918. In the next year 
he took up a similar position with the 
Central Argentine Railway. becoming 
Assistant to Locomotive Running Superin- 
tendent in 1923, and Assistant Chief 
Draughtsman in 1925. Three years later 
he was appointed Assistant Locomotive 
Works Manager, and, in 1932, Locomo- 
tive Works Manager. Between 1938 and 
1939 he was Acting Carriage & Wagon 
Works Manager in Rosario, and in 1939 
was made Assistant Chief Mechanical En- 
gineer. He was appointed Chief Mechani- 
cal Engineer in 1946. Mr. Falconer re- 
ceived the Alfred Roslin Bennett Award 
of the Institution of Locomotive Engi- 
neers in 1935-36, and was Chairman of 
the South American Centre of that Insti- 
tution for 1948-49. 





We regret to record the death of Mr. 
C. E. Jenkins, who was Assistant General 
Passenger Agent in London for the Cana- 
dian Pacific from 1937-43. 





Lt.-Colonel S. J. M. Auld, Petroleum 
Consultant to the Vacuum Oil Co. Ltd., is 
joining the board of the American Loco- 
motive Export Co. Inc., the European 
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selling organisation of the American 
Locomotive Company. Colonel Auld is 
also a Director of the Manganese Bronze 
& Brass Co. Ltd. He will maintain his 
Institute of Petroleum and other scientific 
activities. 

Mr. €. W. Clarke, M.LC.E., 
M.I.Mech.E.. M.I.Loco.E., who has been 
appointed an Assistant Commissioner of 
the Western Australian Government Rail- 
ways, with particular responsibility for 
engineering matters, has hitherto been 
Chief Mechanical Engineer of the East 
Indian Railway. Mr. Clarke, who is 45, 
received his engineering training at the 
Vulcan Foundry, Newton-le-Willows, and 
the Manchester College of Technology. 
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SECTION 


Mr. H. E. Aldington, Chief Engineer 
(Highways), is retiring from the Ministry 
of Transport on July 31, and Mr. E. B. 
Hugh-Jones. hitherto Deputy Chief Engi- 
neer, has been appointed to succeed him. 





Mr. William Vane Morland, 
M.I.Mech.E., M.Inst.T., F.R.S.A.. who has 
been appointed a full-time Member of the 
Road Passenger Executive under the 
British Transport Commission, is General 
Manager & Chief Engineer of the Leeds 
City Transport Department. He obtained 
his first experience in transport in various 
companies associated with Balfour, Beatty 
& Co. Ltd. From the outbreak of war in 
1914 he saw service with Mechanical 
Transport units in France, and subse- 





. C. W. Clarke 


Appointed an pees Commissioner of the 
Western Australian Government Railways 


where he obtained the Associateship in 
Mechanical Engineering (Distinctions) in 
1927. At the age of 24 he was appointed 
Assistant Works Manager on the Great 
Indian Peninsula Railway, and was subse- 


quently Chief Mechanical Draughtsman, 


Production Engineer, Dynamometer Car 
Officer and Works Managei. For three 
years his services were lent to the Central 
Standards Office. In December, 1939, he 
was seconded to the Defence Department 
as a Civil Engineer Adviser, M.G.O. 
Branch, and he was subsequently trans- 
ferred to the Supply Department as 
D:rector of Munitions Production. Western 
India Circle. In June, 1945, he was re- 
called to service with the Railway Depart- 
ment and appointed Deputy Chief 
Mechanical Engineer, G.1.P.R.; he was 
promoted Chief Mechanical Engineer in 
the next year. In October, 1948, he took 
over as Chief Mechanical Engineer of the 
E.I.R. Mr. Clarke is the author of a 
number of technical papers on railway 
engineering published by the Government 
of India. He was an active member of the 
G.LP.R. Regiment, A.F.(I.), in which he 
held the rank of Major at the time all 
auxiliary force units were disbanded in 
August, 1947. He is Chairman of the 
Indian Advisory Committee of the Institu 
tion of Mechanical Engineers, and Chair- 
man of the Indian & Eastern Centre of the 
Institution of Locomotive Engineers. 


Mr. W. Vane Morland 


Appointed a full-time Member of the 
Road Passenger Executive 


quently with the Railway Operating Divi- 
sion, R.E., and at the War Office. In 
1919 he was appointed Engineer & Man- 
ager of the Nottinghamshire & Derbyshire 
Tramways Company and the Ilkeston 
Tramways. and later was closely con- 
cerned in the initiation of the Midland 
General Omnibus Company. His muni- 
cipal career commenced in 1924, as 
General Manager & Engineer, St. Helen’s 
Corporation Transport Department. In 
1926 he was appointed General Manager 
& Engineer, Walsall Corporation Trans- 
port Department, and for the next few 
years was responsible for a large-scale 
introduction of motor bus services in the 
Midland area. Mr. Vane Morland was 
appointed General Manager & Chief En- 
gineer, Leeds City Transport, in 1932, and 
has since been resvonsible for a con- 
siderable development of the system. He 
has served on numerous committees. in- 
cluding over 14 years on the National 
Joint Industrial Council, of which he is 
Deputy-Leader. He is President of the 
Municipal Passenger Transport Associa- 
tion, and has been Chairman of the York- 
shire Section of the Institute of Trans- 
port. He has made extensive studies of 
transport in. various countries. He has 
contributed papers to technical institutions, 
and has been a pioneer in connection with 
the adoption of the diesel engine for pas- 
senger vehicles. 
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Mr. James Amos 


Appointed a part-time Member of the 
Road Passenger Executive 


Mr. James Amos, O.B.E., M.Inst.T., who 
has been appointed a part-time Member 
of the Road Passenger Executive under 
the British Transport Commission, is 
Chairman of the consolidated board of 
Scottish Omnibuses Limited, the company 
formed recently to take over the bus 
undertaking of the Scottish Motor Trac- 
tion Co. Ltd. following its acquisition by 
the British Transport Commission. He 
was President of the Scottish Road Pas- 
senger Transport Association for 1948-49, 
and is at present Chairman of the Scottish 
Section of the Institute of Transport. 
After returning from service with the 
Lothians & Border Yeomanry in the 
1914-18 war, he started road operations, 
and formed the firm of Brook & Amos 
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Mr. William Beckett 


Appointed a part-time Member of the 
oad Passenger Executive 


Limited, which in 1926 was acquired by 
eo Mr. Amos became _ Traffic 
Manager of S.M.T., and played an im- 
portant part in the extension of its bus 
and coach services. He was subsequently 
appointed General Manager of the S.M.T. 
bus interests, and a Director, and early 
this year was made Vice-Chairman. He 
was awarded the O.B.E. in recognition of 
his services to road passenger transport 
during the recent war, and in respect of 
the formation and command of the No. | 
Home Guard Transport Column, compris- 
ing 660 vehicles and 2.000 officers and 
other ranks. 

Mr. William Beckett, who has been 
appointed a part-time Member of the 





Mr. Elliot Concludes Victorian Railways Tour 





Mr. John Elliot, Chief Regional Officer, Southern Region, British 

Railways, at the conclusion of his tour of the Victorian Government 

Railways, with Victorian Railway Commissioners on board the 
“Orion” before he sailed for England on June 16 


Left to right: Mr. N. C. Harris, Chairman of Victorian Railway Commis- 
sioners; Mr. Elliot; Mr. R. G. Wishart, Victorian Railway Commissioner ; 


Mr. A. C. J. 


Payne, Principal, Southern Region 


Statt Training College. 


who has been accompanying Mr. Elhot; and Mr. A. G. Fletcher, Victorian 
Railway Commissioner. 
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[‘ Bus & Coach” 
Mr. Stanley Kennedy 


Appointed a part-time Member of the 
Road Passenger Executive 


Road Passenger: Executive under the 
British Transport Commission, has been a 
part-time Member of the Road Transport 
Executive since its inception early last year, 
and now gives up ‘hat appointment. He 
has had a long experience of local govern- 
ment work, including the development and 
organisation of the transport system of 
Preston. He is an Alderman of Preston 
County Borough Council, and is at present 
Chairman of its Finance & General Pur- 
poses Committee. He was Mayor of 
Preston in 1947. Mr. Beckett, who entered 
railway service in 1912, served from 1940 
to 1946 on the National Executive of the 
Railway Clerks’ Association. 


The Brazilian Government has appointed 
Senhor Jose Carlos Moraes Sarmento to be 
Administrator of the Leopoldina Railway. 





Mr. Stanley Kennedy, M.Inst.T., who 
has been appointed a part-time Member of 
the Road Passenger Executive under the 
British Transport Commission, was until 
iecently a Director otf Thomas Tilling 
Limited, and is now Chairman & Manag- 
ing Director of United Automobile Ser- 
vices Limited, Eastern Counties Omnibus 
Co. Ltd., Eastern National Omnibus Co. 
Ltd.. Thames Valley Traction Co. Ltd.. 
and several other bus companies. He re- 
signed from the beard of Thomas Tilling 
Limited, after being a Director for nearly 
nineteen years, in connection with the 
recent transfer of a large proportion of 
that cempany’s interests to the Britis 
Transport Commission. Mr. Kennedy was 
born and educated in Belfast. He served 
an apprenticeship with the firm of Cromp- 
ton & Co. Ltd., of Chelmsford, and after- 
wards was employed with Peel Conner 
Telephone Works Limited, of Salferd. 
Early in 1914 he joined Tilling Stevens 
Motors Limited, of Maidstone, From 
1915 to 1919 he served with the Royal 
Naval Air Service and the Royal Air 
Force, after which he resumed with Tilling 
Stevens Motors, and on behalf of tliat firm 
visited New Zealand, Australia and South 
Africa. In 1926 he joined Thomas Tilling 
Limited, of which he eventually became 
Chief Engineer, and, in 1930, a Director. 
Mr. Kennedy was Chairman of the Public 
Transport Association for 1946-47, 
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Improved Ulster Transport Services 


Inauguration of new trains between Belfast and Londonderry 


At York Road Station, Belfast, on 
July 4, the Lord Mayor of Belfast, Coun- 
cillor W. E. G. Johnstcn, performed the 
inauguration ceremony of the “ Derry 
Express,” while a similar ceremony took 
place at Londonderry, where the * Belfast 
Express” was inaugurated by the Mayor 
of Londonderry, Sir Basil A. T. 
McFarland. These trains are features of 
the new summer services introduced by the 
Ulster Transport Authority on July 4, and 
referred to in our July 8 issue. 

This new service of fast trains is run from 
Monday to Friday, leaving Belfast at 8.25 
am. and 5.25 p.m, and Londonderry at 
8.30 a.m. and 5.30 p.m.—times to suit the 
convenience of business people and cross- 
channel passengers. The 93-mile journey 
takes 24 hours, with five stops in each 
direction—at Ballymena, Ballymoney, 
Coleraine, Castlerock, and Limavady 
Junction. Restaurant-car facilities on these 
trains include breakfast, high tea, and 
dinner, but outside the times when full 
meals aie being served light refreshments 
are available. 

The trains consist of the latest type of 
roiling stock, specially reconditioned and 
redecorated, and displaying to advan- 
tage the new brunswick green livery of 
the Ulster Transport Authoritv. Travel- 
ling attendants ensure ihat the cleanliness 
of the passenger accommodation is main- 
tained at a high standard. 

The Ulster Transport Authority is also 
running a number of important summer 
trains on the Northern Counties Section, 
these including the 8.25 a.m., 8.56 a.m., 12 
noon, and 1.55 p.m. trains on Saturdays 
from Belfast to Pertstewart and Portrush. 
On Sundays a 9.0 a.m. Belfast to London- 
derry, with a connection to Portstewart 
and Portrush, has been introduced, and in 
addition there are the 10.0 a.m. and 2.10 
p.m. from Belfast to Portstewart and 
Portrush. 

On the Larne-Stranraer route this sum- 
mer there is a daylight service every week- 
day until September 10. A morning boat 
train leaves Belfast at 8.55 a.m. to connect 
with the sailing from Larne Harbour at 
9.55 a.m. In the reverse direction there is 
a sailing trom Stranraer at 6.15 p.m., 
arriving at Larne Harbour at 8.35 p.m.,; 
connecting trains are due at Belfast at 
9.30 p.m., Ballymena at 10.47 p.m., and 
Portrush at 12.15 a.m. 

With the new services closer integration 


of rail and road services has been achieved; 
examples of this co-crdination include the 
introduction of a road service between 
Portrush Station and the Royal Portrush 
Golf Links with connections with principal 
trains, and of a bus service between Bally- 
mena Station and the town. 

Other special features in the summer 
programme are the inauguration of a com- 
bined rail and road excursion from Belfast 
to Buncrana, with connections, on Satur- 
days and Sundays, rail and road circular 
tours, day excursions. and a comprehensive 
programme of bus tours operating from 
the principal towns 

For the convenience of passengers re- 
siding away from the main touring centres, 
arrangements have been made to issue 
them with throughout tickets, enabling 
them to y;roceed or return from the tour 
by scheduled train or bus service, or join 
it en route, 

In <o-operation with British Railways 
there wili be a revival of the afternoon 
cruises from Larne Harbour which were 
so popular before the war. The cruises 
will be on Wednesday, July 20, and Mon- 
day, August I, along the Antrim Coast 
and round Rathlin Island. A special train 
connection with the cruise will leave Bel- 
fast at 10.50 a.m. and the return train will 
reach Belfast about 5.30 p.m. 

In the printing of the new summer time- 
table reference to the various road and 
rail sections has been made as easy as 
possible, and a special section has been 
devoted to road and rail connections at 
the more important stations. 





French Activity in Underground 
Railway Projects 


The Société Générale de Traction et 
d’Exploitations, the former operating com- 
pany of the Paris Metropolitan, has 
secured 55 per cent. participation in the 
capital of the Société d’Etudes pour ia 
Réalisation des Chemins de Fer Metro- 
politains Anonyme (S.E.R.M.A.) which was 
increased recently from fr. 5,000,000 to 
fr. 15,000,000. The two undertakings have 
been seeking building and operating con- 
cessions for underground railways in 
various overseas cities. They have been 
entrusted with the elaboration of the final 
project for a system at Montevideo and 
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with a preliminary scheme for Calcutta. 
Montreal, Sao Paulo, and Rio-.de Janeiro 
may accept the company’s tendefs. 

Engineers of the Société Générale de 
Traction et d’Exploitations arrived in Cal- 
cutta in May and in Montevideo in the fol- 
lowing month. The Calcutta project has 
been approved by the Indian Government 
and is estimated to cost about Rs. 
330,000,000. Because pf the subsoil it will 
entail deep-level construction with concrete 
tunnels. The first 11 miles are scheduled 
to be completed by 1952. 





Motive Power for Paris-Lyons 
Electrification 


(Concluded from page 70) 


of them of French origin and the other 
derived directly from the latest L6tschberg 
Railway machines. 


PARIS SUBURBAN STOCK 


In the matter of suburban stock for the 
Paris-Lyons line, the decision to adopt 
motor coach plus trailer units instead of 
articulated motor coaches was taken finally 
because of the increased passenger capa- 
city available. The new units will accom- 
modate 265 passengers (seated and stand- 
ing) in comparison with 210 in previous 
articulated suburban sets. Although only 
four axles per unit instead of six will be 
motored, the acceleration will be 1:8 m.p.h. 
per sec. and the top speed 74-5 m.p.h. 

The four motors per motor coach each 
have a continuous rating of 280 h.p. 
Most of them will be mounted in the 
bogies independently of the axles, but for 
purposes of comparison some are to be 
axle-hung and provided with resilient gears. 
The camshaft control system, with auto- 
matic acceleration, will provide four run- 
ning speeds with the motors in series, and 
six with them in series-parallel. Cooling 
air intakes for the metors and the starting 
resistances are located on the roofs of 
the motor coaches so as to be clear of 
dust or powdered snow swept up by the 
motion of the train. These units will 
Operate the suburban services from the 
Gare de Lyon to Combs-la-Ville. and from 
the Gare de Lyon and the Gare d’Orsay 
to Juvisy, Corbeil, and Melun. 

Both in the locomotive types already 
adopted and those projected, and in 
multiple-unit trains, the Paris-Lyons 
scheme will give a practical demonstration 
of the versatility of modern 1,500 V. d.c. 
traction equipment that will be watched 
with widespread interest. 





The ** Derry Express,” running between Belfast and Londonderry, which was inaugurated on July 4 as 
part of the new summer services of the Ulster Transport Authority (see article above) 
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.Ministry of Transport Accident Report 


Woolwich Arsenal, Southern Region, 


British Railways : 


Colonel A. C. Trench, assisted by Lt.- 
Colonel D. McMullen, Inspecting Officers 
of Railways. Ministry of Transport, in- 
quired into the accident which occurred 
at about 12.53 p.m. on November 18, 1948. 
at Woolwich Arsenal, Southern Region. 
when the 12.28 p.m. electric train, Charing 
Cross to Dartford, which had left Wool- 
wich Dockyard Station against the plat- 
form starting signal, collided with the 
12.17 p.m. electric train, Cannon Street 
to Gravesend, 

The motorman cf the colliding train 
and one passenger in the train were 
killed. Four passengers were treated in 
hospital for injuries but not detained, and 
there were some minor injuries. Fortun- 
ately both trains were lightly loaded. The 
brakes of the standing train were off, and 
it was driven forward about 90 ft., and 
there was some telescoping. The motor- 
man’s compartment and !eading passenger 
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November 18, 1948 


manual block working between that box 
and the Arsenal box; trains are bell sig- 
nalled. 


THE COURSE OF EVENTS 

The Gravesend train arrived at the 
Arsenal station, 10 min. late, at 12.52 p.m. 
and was kept standing 13 to 2 min. as 
a heavy motor cycle had to be unloaded. 
The Dartford train, which received the 
caution indication at all distant signals 
from Charlton, reached the Dockyard 
station half a minute after the Gravesend 
train stopped at the station ahead. The 
guard had observed that the repeater dis- 
tants for No. 12 were “on,” and on 
alighting some 40 ft. in rear of the banner 
repeater, saw that it also was against the 
train. He said that after a brief stop he 
received “ right away” from a porter and 
gave this signal tc the driver without again 
observing the banner repeater. He did 
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train had left the Dockyard. At 12.52 
p.m. the Dartford train was belled to him, 
rte after dealing with the signalling of 
an up train he went to the sink to wash. 
While doing this he heard the noise of the 
collision. He endeavoured te stop the up 
train with a red flag, after zeplacing his 
signals, but was too late. It was, however, 
stopped in time by permanent way st aff. 
He was quite definite that his repeater 
indicator for No. 12 showed that the sig- 
nal went to danger correctly behind the 
Gravesend train, and frankly admitted that 
he had not replaced the home signal 
promptly after its arrival. Contrary to 
his usual practice he did not watch the 
working of the track circuit indicators, 
He was a good witness, and gave his evi- 
dence in a straightforward manner. 

The signalman at the Sand Street box, 
another good witness, confirmed that his 
repeater indicator of No. 12 showed the 
signal to have gone to danger correctly. 

Evidence of signal and telecommunica- 
tions staff showed that the entire equip- 
ment was in proper order. There had 
been no failure of any kind since the last 
general overhaul on April 11, 1948. 

The guard of the standing train saw the 





POINT OF 
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WOOLWICH 
12. 17p.m. ELECTRIC ARSENAL 
TRAIN, CANNON 
STREET TO 
GRAVESEND 


Diagram illustrating circumstances of collision at Woolwich Arsenal, November 18, 1948 


compartment of the colliding train were 
completely wrecked. Speed at the moment 
of collision was probably not less than 
15 m.p.h. Rescue work was promptly 
carried out, The weather was fine and 
visibility good. 

The accompanying diagram shows the 
lines, signals, etc., essential to an under- 
standing of the case. The platform start- 
ing signal at Woolwich Dockyard is 
electrically operated and is semi-automatic, 
being controlled by track circuiting and 
lever No. 12 in Arsenal box, which lever 
stands normally reversed and is only put 
to normal when the crossover at the 
Arsenal Station requires to be used. No. 
12 has two distant repeater signals, under 
Sand Street Crossing starting and home 
signals, and there is also a banner re- 
peater, suspended from the west end of 
the Dockyard station verandah roofing. 
When No. 12 is placed to danger by a 
train. it will not clear again until Nos. 2 
and 3 signals at the Arsenal station have 
been cleared and restored to danger. 
Background of both Nos. 12 and 2 is 
good, but the latter becomes visible at 
short range only, because of the overbridge 
shown on the diagram and the curvature. 
The motorman of the colliding train could 
not have seen the standing one until within 
about 70 yd. of it. Track circuit is con- 
tinuous from Sand Street, and there is no 


not then see No. 12 signal itself, but ob- 
served it at danger when leaving, and 
assumed this was due to the track circuit 
control. 

The leading porter confirmed that No. 
12 was at danger when the train arrived, 
and said he did not give any “ right away ’ 
signal to the guard. The guard corrobor- 
ated this and declared it to have been given 
by a man bearing a strong resemblance to 
a relief porter, but this man, whose evi- 
dence was far from satisfactory, denied 
having given such a signal. 

The guard further stated that the train 
was going steadily, and he assumed the 
motorman had seen the distant No. 1, for 
Arsenal box, at caution. As the train 
accelerated at the overbridge, he assumed 
further that the home signal No. 2 had 
been seen to be at clear, which it was. 
The next thing he knew was the crash. 
He was emphatic that there was no emer- 
gency brake application. 

The signalman at the Arsenal box said 
all signals and instruments were working 
perfectly, and there had been no recent 
failures of any of the apparatus. Lever 
No. 12 had stood reversed the whole 
morning. When the first train was bell 
signalled he offered it to Plumstead, but 
it was not accepted until 12.51 p.m. and 
he did not pull lever No. 1 for it, as he 
saw by the repeater for No. 12 that the 


Dartford train emerge from the tunnel. 
It did not appear to slacken speed, and this 
supported the other guard’s evidence that 
there was no emergency brake application. 


INSPECTING OFFICER'S CONCLUSION 


Colonel Trench coisiders that there can 
be no reasonable doubt that No. 12 was at 
danger when the Dartford train started, 
and that responsibility for the collision 
rests primarily on the deceased motorman. 
The signal was conspicuous to him, and 
Colonel Trench can only attribute his 
failure to lack of concentration, which led 
him to start on the guard’s hand signal 
alone. It would have been possible for 
him to have seen the train standing in 
the Arsenal station at about 70 yd., and 
an immediate full brake application would 
have reduced the impact to one of trifling 
violence. Such evidence as is available 
gives no indication of a full brake appli- 
cation immediately before the collision, 
though signal No. 2 being at “clear” 
would give him a totally misleading im- 
pression shortly before entering the 
Station. A man of 47, with 30 years ser- 
vice and a good record, he was familiar 
with the line, and in good health. No 
special reasons are known which might 
have distracted his attention from his duties. 

As is so often the case, the accident 
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Wrecked coaches after the accident at Woolwich Arsenal, Southern 
Region, on November 18, 1948 


would not have occurred but for other 
contributory factors. Had the signalman 
at Arsenal box replaced No. 2 signal with- 
out delay the deceased motorman would 
have had ample distance in which to stop 
his train. 

He had to pull some levers at the 
up (east) end of his frame, and then 
proceeded to wash at the sink at that end. 
He had been cleaning up and fetching coal 
before his relief at 2 p.m. Lever No. 2 
was at the other end of the frame, but, 
knowing another train was close behind, 
he should have been particularly careful, 
Colonel Trench considers, to replace the 
home signal promptly in accordance with 
Rule 68. A man of 47, with 32 years ser- 
vice, 26 as signalman, he has a good 
record. 

The guard, in giving the “right away,” 
was acting in accord with Rule 143, which 
reads “when a train is about to leave a 
station, siding, or ticket platform, the 
signal to start given by the guard only 
indicates that the station duty or the collec- 
tion of tickets is completed; and, before 
starting the train, the driver must satisfy 
himself by observation that the line is 
clear, and the necessary fixed signal. where 
provided, is lowered. 

This rule is so worded, it is understood, 
to make it clear that the driver remains 
wholly responsible for seeing that signals 
are “ clear’ when about to leave a station. 

Notwithstanding this, it is much to be 
regretted that the guard failed again to 
observe the banner repeater of No. 12, 
only a few yards away, more particularly 
as he had noticed it to be at danger when 
his train stopped, and the stop had been 
very brief. 

Colonel Trench accepts the leading 
porter’s statement that he did not give 
“right away,” but thinks it probable that 
the guard got that from the relief porter. 
This does not affect the criticism of the 
guard and, in any case, from the position 
he apparently was in, the relief porter 
would have found it difficult to see No. 12 
signal and impossible to see the banner 
repeater. The guard, 43 years old with 29 
years’ service, had a good record, and 


special commendation for alert action in 
an emergency. 
REMARKS 

Colonel Trench has no recommendation 
to make in this case, which was one of 
those where evidence points conclusively 
to the primary cause in the failure of one 
man, whose death renders it impossible to 
obtain any explanation. 








Institution of Railway 
Signal Engineers 


Annual general meeting 
and presidential address 


The annual general meeting of the 
Institution of Railway Signal Engineers 
was held in London on March 16 last, 
with the retiring President, Mr. Arthur 
Moss, in the chair at the opening of the 
proceedings. 

After the report and accounts had 
been adopted, Mr. Moss presented to 
Mr. E. Svenrik, Manager of the Swedish 
Travel Bureau in London, the first 
prize awarded to Mr. T. Hard, Sig- 
nal Engineer, Swedish State Railways, 
for his paper, read in 1948, on modified 
relay interlocking. Mr. Svenrik, accept- 
ing the prize on behalf of Mr. Hard, ex- 
pressed the greetings of the General 
Manager of the Swedish State Railways, 
Mr. Upmark, who felt that the award was 
to be regarded as an honour for the Admin- 
istration in Stockholm as well as for the 
author of the paper; they all wished suc- 
cess to the Institution. Mr. Moss next 
presented the second prize for 1948 to Mr. 
G. H. Crook, Past-President, for his paper 
on the signalling of siding connections and 
developments in remote control electric 
locking methods. 

The composition of the Council for 1949 
was announced, as follows :—President: 
Mr. R. Dell; Vice-Presidents: Mr, F. 
Horler and Mr. S. Williams; Ordinary 
Members of Council: Messrs. T. Austin, 
E. G. Brentnall, F. Burton, C. G. Derby- 
shire, F. B. Egginton, J. H. Fraser, J. C. 
Kubale, D. G. Shipp, C. F. D. Venning 
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and J. F. H. Tyler (Members), and 
Messrs. W. J. Claridge, F. Mann, N. Mar- 
shall, A. L. Mills, W. Owen and R. A. 
Powell (Associate Members). 

At the conclusion of the formal busi- 
ness, Mr. Moss invited the newly-elected 
President, Mr. R. Dell, Signal Engineer, 
London Transport Executive, to take the 
chair. Mr. F. Downes, Past-President, 
proposed a cordial vote of thanks to Mr. 
Moss for his services as President, and 
paid a tribute to his abilities as a signal 
engineer. The proposal was seconded by 
Mr. F. Horler, who said that nobody 
could have put more energy into the 
interests of the Institution than Mr. Moss. 

Mr. R. Dell then delivered his presi- 
dential address on “Problems of Power 
Signalling Maintenance,” at the conclusion 
of which Mr. T. Austin moved, and Mr 
F. B. Egginton seconded, a vote of thanks 
to Mr. Dell for his address. Mr. Dell 
announced that the council had not found 
it practicable to proceed with the proposed 
summer meeting in France, and that other 
arrangements were being prepared. The 
new council then met, and co-opted 
Messrs. A. Moss, F. L. Castle, F. 
Downes, G. H. Crook and H. M. Proud, 
Past-Presidents, for 1949. 


PRESIDENTIAL ADDRESS 


In the course of his presidential address, 
Mr. Dell said that if the progress already 
made in power signalling continued, 
maintenance would require careful atten- 
tion. Probably new power signalling 
equipment could be supplied more quickly 
than trained maintenance staff could be 
found. It was difficult to secure staff with 
the detailed electrical knowledge. A pos- 
sible solution would be to improve design 
in such a way as to reduce day-to-day 
maintenance, and to rely mainly on 
periodical shop reconditioning. 

Signalling relays provided an example 
of how design had already progressed; 
those employed in the early power-signal- 
ling installations had been of the open 
type, requiring frequent cleaning of the 
contacts, and adjustments, but all modern 
relays were enclosed in dust-tight cases 
and were generally sealed, so that no main- 
tenance of the relay, as such, was re- 
quired on site. 

A necessity for all relays was the 
quickly detachable terminal top, permit- 
ting instantaneous changing of a relay. It 
appeared that the principle of a detachable 
terminal base should be extended to all 
types of apparatus where a mistake could 
be made in restoring the wiring. 

The colour-light signal did not nor- 
mally warrant frequent shop overhaul; 
some maintenance, however, was neces- 
sary, particularly cleaning of the lenses. 

Cable connections to equipment on the 
track called for considerable mainten- 
ance. Various methods had been tried for 
conveying the connections in a permanent 
fashion, but maintenance work on the 
permanent way made such installations 
susceptible to damage and deterioration. 
A method had been worked out for over- 
coming this: the lead-covered cable was 
terminated at the cable run beside the 
track, and a piece of special screened 
multi-cored cable with a neoprene 
sheath used to connect up between the 
terminal box and the track apparatus. 

Point layout was deserving of the de- 
signer’s attention. Complete enclosure 
possibly would not be practicable, but 
probably the need for frequent mainten- 
ance could be reduced by improvements 
in the materials employed—for example, 
the more extensive use of case-hardened 
steel for the wearing parts. 
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Having adopted a policy of improving 
design to reduce trackside maintenance to 
a minimum and of carrying out regular 
routine reconditioning at the shop, it was 
necessary that all designs be examined 
to make sure that the utmost facilities for 
ready shop maintenance were provided. 
In reconditioning in large quantities, it 
was desirable to adopt production-line 
methods. Manufacture of components 
must be on an interchangeable basis and 
within fixed tolerances, rendering it un- 
necessary to keep the components of each 
article individual to itself. The equipment 
entering the shop could then be stripped, 
and each of the components passed as a 
batch through such reconditioning pro- 
cesses as were necessary. After gauging 
and the like, re-assembly could be adopted 
as a line process. 

After full progress had been made with 
design to facilitate maintenance of signal- 
ling equipment, there would always re- 
main certain items which must receive 
attention at the trackside. Maintenance 
work on signalling apparatus could 
become dull and uninteresting, and it 
became important to consider ways of 
stimulating interest in the work. One 
method was the employment of an incen- 
tive bonus scheme. Another was by circu- 
lating regularly hints associated with the 
work, and drawing attention to particular 
features of it. 

The subject of maintenance, both from 
the design and staff points of view, was 
worthy of continuous study, so that con- 
stant progress could be made towards the 
100 per cent. reliability which should be 
the aim of all signal engineers. 








Staff & Labour Matters 
Wages Claim 

The Minister of Labour decided on July 
8 to appoint a Board of Conciliation, con- 
sisting of five independent members nomi- 
nated by the Minister, with a view to 
reaching a settlement between the Railway 
Executive and the trade unions concerned, 
on the wage claim submitted by the N.U.R. 
for a flat-rate increase of 10s, a week for 
all salaried and wages grades and for time- 
and-a-quarter payment for all time worked 
between noon and midnight on Saturdays. 

This announcement was made by Mr. 
George Isaacs after a further meeting 
held at the Ministry of Labour between 
Sir Robert Gould, Chief Industrial Com- 
missioner *‘o the Ministry, and representa- 
tives of the Railway Executive, the N.U.R.., 
A.S.L.E. & F., R.C.A., and the Confedera 
tion of Shipbuilding and _ Engineering 
Unions. 

A board of conciliation can be estab- 
lished under the Conciliation Act of 1896, 
which is an Act to make better provision 
for the prevention and settlement of trade 
disputes. 

The Board, which will sit with representa- 
tives of the Railway Executive and the 
unions concerned, will, it is understood, be 
set three objectives : — 

1. To assist the parties in the considera- 
tion of all the present proposals relating to 
salaries, wages and conditions of service in 
the industry arising from the recent meet- 
ings between the unions and the Railway 
Executive. 

2. To endeavour to promote early settle- 
ment by negotiation between the parties on 
such proposals. 

3. Failing a settlement on any point, to 
make recommendations which the parties 
agreed beforehand to accept. 

The N.U.R. conference at Brighton 
unanimously approved on Saturday, July 9, 
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the terms of reference for the conciliation 
board. The A.S.L.E. & F. and R.C.A. 
have also accepted the proposal. It is 
expected that the Minister will shortly 
announce the constitution of the board. 

The setting up of the Conciliation Board 
has been rendered necessary because the 
N.U.R. has stated that no terms of refer- 
ence can be agreed by the union for the 
submission of its claims to the Railway 
Staff National Tribunal, the body which 
would normally have adjudicated the issue 
had the case gone to the higher stages of 
the negotiating machinery. 

Unrest still exists among certain sections 
of the industry because no decision has yet 
been reached on the wages claim. On 
Sunday, July 10, representatives of the 
workers at a number of depots in Man- 
chester and Salford decided to adopt “ go- 
slow ” tactics as from midnight. This deci- 
sion was reached despite an appeal by the 
Manchester district secretary of the N.U.R. 
to continue normal working in view of the 
appointment of the Board of Conciliation. 


Parliamentary Notes 


Docks Emergency Committee 

Mr. Alfred Barnes (Minister of Trans- 
port), in the House of Commons on July 12, 
announced the names of the members of 
the docks emergency committee which he 
has appointed under the Emergency Regu- 
lations, 1949, as follow:—Sir Alexander 
Maxwell, lately Permanent Under-Secre- 
tary, Home Office (Chairman); Mr. C. N. 
Gallie, lately General Secretary, Railway 
Clerks’ Association; Sir Thomas Gardiner, 
formerly Chairman of the Stevenage New 
Towns Development Corporation, and 
lately Director-General, G.P.O.; Sir 
Frederick Leggett, Chairman of the London 
& South-Eastern Board for Industry, and 
lately General Industrial Commissioner, 
and Deputy Secretary, Ministry of Labour; 
and Mr. W. G. Weston, lately Deputy 
Secretary, Ministry of Transport. 


Goods Vehicles (Permits) 
Regulations 

Mr. Peter Thorneycroft (Monmouth Cc) 
in the House of Commons on July 5 yells 

‘That an humble Address be presented 
to His Majesty, praying that the Regula- 
tions, dated May 25, 1949, poo the 
Goods Vehicles (Permits) Regulations, 
1949, be annulled.” He said that the Regu- 
lations were made under section 53 of the 
Transport Act, 1947, which dealt with those 
road hauliers not taken over under the Act, 
because they had not sufficient long- 
distance work to bring them into the 
scheme. 

Mr. Alfred Barnes (Minister of Trans- 
port), replying, said three issues had been 
put before him. The first related to any 
person for whom provision was made in 
the Act to claim rights in the form of 
a permit under sections 52 and 53, and he 
had been asked whether that right had 
been lost in the intervening period if there 
had been any change of ownership, either 
in the form of a partnershiv or company, 
or because of death. Let him state at 
once that that right could not be trans- 
ferred. Licences never had been transfer- 
able, and in: section 53 it was laid down 
clearly that the right to make a claim or 
submit an application for a permit rested 
with the individual owner of the licence at 
the date specified. 

The second point was whether he could 
disclose the policy of the British Transport 
Commission towards hauliers who suc- 
ceeded in getting a permit. He could not 
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foretell what would happen, but he pointed 
out that the whole purpose of the Act was 
to give the Commission a monopoly on 
long-distance road transport. All the Regu- 
lations did was to put the provisions into 
operation. 

What was provided in section 53 was 
that any haulier engaged in long-distance 
transport in November, 1946, could apply 
to the Commission; but the Act laid down 
clearly that it was within the discretion of 
the Commission whether it should grant 
that licence or attach any conditions to the 
licence. Parliament through the Act pro- 
ceeded to give the operator, if for any 
reason the Commission decided not to 
grant him an origigal permit, or if it 
attached conditions which substantial!) 
injured his business, the right to request 
the Commission to acquire the whole, or « 
part, of his business. 

The real point of the discussions came 
down to the timing of the Regulations. He 
could not conceive that. any haulier could 
be unaware of the situation. For a long 
period since the passing of the Act the 
B.T.C. had been engaged in acauiring some 
of the most important road haulage under- 
takings by voluntary acquisition. Those 
acquisitions had been fully publicised in 
the press and the trade papers. 

With regard to the framing of the Regu 
lations, the Road Haulage Association had 
been consulted at every stage. In many 
respects the Regulations had been altered 
to meet the wishes and representations of 
the body acting for the road hauliers. In 
regard to publicity, the Ministry had noti- 
fied the press, national and local, and all 
the trade and technical journals of the in- 
dustry, and had arranged for a broadcast. 
The Road Haulage Association had circu- 
larised all its members. 

The motion to annul the Regulations 
was negatived without a division. 


Manchester Ship Canal Bill 
In the House of Commons on July 4 
the Manchester Ship Canal Bill was read 
a second time. 


Questions in Parliament 


Survey of Railway System 

Mr. David Renton (Huntingdon—Lib. 
Nat.) on June 27 asked the Minister of 
Transport if he would make a statement 
as to the directions of a general character 
he would issue to the British Transport 
Commission instructing it to have a com 
prehensive survey made of the railway 
system, to ascertain which — railway 
lines were incapable of bearing the cost of 
operating the traffic on them. 

Mr. Alfred Barnes in a written answer 
stated: I do not feel it is necessary for me 
to issue any such direction to the British 
Transport Commission. The Transport 
Act places on the Commission the general 
duty of providing or securing or promoting 
the provision of an economical and 
properly-integrated system of public inland 
transport, and the fulfilment of this obliga- 
tion will involve questions of the type 
which Mr. Renton has in mind. 


Road Passenger Executive 

Mr. Cecil Poole (Lichfield-—Lab.) on 
July 4 asked the Minister of Transport 
which, if any, of the five persons appointed 
by him to form the Road Passenger Execu- 
tive, was representative of the workers 
engaged in the industry. 

Mr. Alfred Barnes stated in a written 
answer: Members of the Executive set up 
under the Transport Act are not represen- 
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tatives of particular sections or interests, 
but, in accordance with the provisions of 
the Act, are chosen from persons who 
appear to the Minister to have had wide 
experience and shown capacity in trans- 
port, industrial, commercial or financial 
matters, in administration or in the organi- 
sation of workers. I am satisfied that the 
present membership of the Road Passenger 
Executive covers this latter category. 


Acquisition of Road Undertakings 

Mr. William Shepherd (Bucklow—C.) 
on July 4 asked the Minister of Transport 
when he intended to issue draft regulations 
under section 101(1) of the Transport Act 
dealing with compensaijon for loss of office 
through the compulsory acquisition of road 
transport undertakings. 

Mr. Alfred Barnes in a written answer 
stated: | hope before long to be able to 
send draft Regulations to appropriate 
representative bodies for the:r considera- 
tion. 


Hard Coke Supplies for Steel Industry 

Mr. A. Edward Davies (Burslem—Lab.) 
on July 4 asked the Minister of Fuel & 
Power whether sufficient supplies of hard 
coke were now available to meet the 
needs of the iron and steel industry; and 
if he could say what was the prospect 
for the future. 

Mr. Hugh Gaitskell (Minister of Fuel 
& Power): The answer to the first part 
of the question is Yes, Sir. In addition, 
some hard coke is now being exported. 
As regards the second part, forward esti- 
mates of hard coke requirements of the 
iron and steel industry have been pre- 
pared, and energetic steps are being taken 
to see that coke oven capacity—including 
new ovens—will be sufficient to produce 
the necessary supplies of coke. 


Petrol for “ C” Licence Holders 

Mr. David Renton (Huntingdon—Lib. 
Nat.) on July 4 asked the Minister of 
Fuel & Power whether he was aware 
that district transport officers were refus- 
ing red petrol to holders of “C” licences 
for the haulage of goods; and whether he 
would take steps to bring to an end that 
indirect way of restricting the freedom of 
operation of holders of “C” licences. 

Mr. Hugh Gaitskell, in a _ written 
answer, stated: The type of petrol which 
may be used depends on the construction 
of the vehicle. The district transport 
officer refuses to issue red petrol only 
where the vehicle is so constructed that it 
comes within the definition of “ private 
motor vehicle,” as contained in the Motor 
Spirit (Amendment) Regulations. 1948. 
Since the use of red petrol in any such 
vehicle is illegal, it would clearly be im 
proper for him to issue red petrol coupons 
in these circumstances. 


Regulations for Goods Vehicles 

Mr. L. D. Gammans (Hornsey—C.) on 
July 4 asked the Minister of Transport if 
he was aware that many “A” and “B” 
licence holders were unaware of the regu- 
lations requiring them to apply for original 
permits before the end of July, and if, in 
view of the importance of that matter to 
the operators, he would instruct licensing 
authorities to inform all licence holders 
individually. 

Mr. Alfred Barnes: No, sir. As I indi 
cated in reply to a question by Mr. David 
Renton (Huntingdon—Lib. Nat.) on 
June 27, these regulations have already 
received wide publicity, and I propose to 
take steps during July to remind hauliers 
of their effect. In the circumstances I do 
not consider that the sending of individual 
notices to some 60,000 hauliers is neces 
sary or would be justified. 
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Mr. Gammans: What steps does the 
Minister propose to take in July to remind 
hauliers? 

Mr. Barnes: The matter was fully pub- 
licised at the time of the passing of the 
Transport Act and has been since. We 
intend to repeat all those processes during 
July, but in view of the circumstances of 
the last two or three years I cannot for 
one moment conceive that there is any 
haulier in this country who is not aware 
of the situation. 


Transport Users’ Committee for London 

Mr. L. D. Gammans (Hornsey—C.) on 
July 4 asked the Minister of Transport 
when he expected that the Transport Con- 
sultative Committee for the London area 
would be set up: and what bodies he pro 
posed to consult to nominate members to 
that committee. 

Mr. Alfred Barnes (Minister of Trans- 
port): I have invited bodies representing 
the appropriate interests to submit nomina- 
tions from which I can choose members 
for the Transport Users Consultative Com- 
mitte for London. I propose to circulate 
a list of the bodies. 

Mr. E. H. Keeling (Twickenham—C.): 
When the Minister says “ London” does 
he mean London or the London Transport 
Area? 

Mr. Barnes: The London Transport 
Area. 

Mr. Barnes later circulated the follow- 
ing list: 

Association of British Chambers of Com- 
merce: London Chamber of Commerce; 
Parliamentary Committee of the Co-opera- 
tive Congress: Federation of Brnitish Indus- 
tries: National Union of Manufacturers ; 
Trades Union Congress (two members); 
General Council of British Shipping (two 
tnembers); County Councils’ Association (two 
members}; London County Council; Com- 
mon Council of the City of London; Asso- 
ciation of Municipal Corporations. 


Subsidies to Industries 

Mr. H. Hynd (Hackney Central—Lab.) 
on June 30 asked the Chancellor of the 
Exchequer what subsidies had been paid 
from public funds in the last financial 
year to the railway, coal mining, air 
transport. shipping. agriculture, and iron 
and steel industries, with comparable 
figures for the financial years 1944-45 and 
1938-39. 

Mr. Douglas Jay (Economic Secretary 
to the Treasury) in a written reply gave 
the following figures:— 

SUBSIDIES FROM PUBLIC FUNDS IN 

RESPECT OF CERTAIN INDUSTRIES 
1938-39 1944-45 1948-49 1948-49 


(actual) (actual) (voted) (actual) 
£ £ £ £ 
Railways ead nil nil nil 
Coal mining nil nil nil 
Air transport I, 193, 367 385,138 — 8,966,956 
Shipping ‘an 31,916 nil 91,600 628,607 
Agriculture . ; 6,913,000 9,284,000 23, $90,000 not 
available 
Iron and steel nil (see 7,950,000 7,000,000 


below) 


The above list shows the amounts voted 
or paid for direct subsidies in respect of 
the industries concerned. It does not in- 
clude losses on trading by Government 
departments; nor does it include expen- 
diture provided under general policies 
such as housing, social services, the train- 
ing, resettlement and transference of 
labour, distribution of industry, cost of 
living, research, and so on. 

As regards the iron and steel industry in 
1944-45. before April 1, 1946, subsidies 
were paid through the medium of the 
central fund set up during the war to 
provide for the difference between in- 
creased costs and stabilised selling prices. 
The fund was provided partly by industry 
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and partly from public funds, and the 
latter’s contribution to subsidies cannot be 
distinguished. 


Transport Situation in Berlin 

Sir Ralph Glyn (Abingdon—C.) on 
July 6 asked the Secretary of State for 
Foreign Affairs what had been the reduc- 
tion in volume of goods conveyed by rail 
and road to Berlin, respectively, since the 
jmposition of new restrictions by the 
Soviet authorities, compared with similar 
figures of tonnages before the blockade 
of Berlin last year. 

Mr. Hector McNeil (Minister of State) 
in a written answer stated: On account of 
the confused transport situation between 
Berlin and the Western zones, caused by 
the recent railway strike, it is not yet 
possible to provide the information asked 
for. When traffic is again flowing we 
shall be able to make the necessary esti- 
mates. 


Transport in Nigeria 

Mr. D. G. West (Pontypool—Lab.) on 
June 27 asked the Secretary of State for 
the Colonies what progress was being 
made in the clearance of the accumulated 
stocks of groundnuts at Kano, Nigeria. 

Mr. A. Creech Jones, Secretary of State 
for the Colonies, in a written answer, 
stated: Increased locomotive failures have 
caused a decline in the railings of ground- 
nuts trom Kano during the last few 
months. Some difficulty has also been ex- 
perienced in shipping the various compo- 
nents for the new wagons. However, a 
considerable quantity of wagon parts has 
now arrived in Nigeria. When erected, the 
additional wagons with the 26 new loco- 
motives also available should enable the 
monthly railings to be substantially 
increased. Unfortunately, this setback 
means that the earlier expectation of a 
clearance of the present stocks by the end 
of January next may not now be fulfilled, 
but the Nigerian authorities are doing their 
utmost by every possible means, including 
the maximum use of river transport, to 
make up for the drop in railings. 


British-Owned Utilities in Brazil 

Mr. S. N. Evans (Wednesbury—Lab.) on 
June 27 asked the Secretary of State for 
Foreign Affairs whether he would make a 
further statement concerning the payment 
of compensation to an expropriated British 
utility company in Brazil, the Ceara Tram- 
way, Light & Power Co. Ltd. 

Major C. P. Mayhew (Parliamentary 
Under-Secretary of State fer Foreign 
Affairs) in a written answer stated: “ Yes, 
Sir. This is one of the questions which 
has been discussed recently during the 
official visit to this country of Dr. 
Machado, who has given a written assur- 
ance that the settlement of these and cer- 
tain other claims will be accelerated. The 
following is the relevant extract from the 
ene received from Dr. Machado: — 

‘I am authorised to inform you that the 
Federal Government will ask the Governments 
of the States concerned to recommend, or 
themselves wiil recommend, as the case may 
be, the acceleration of the study for a solu- 
tion, in the shortest possible period, of the 
questions relating to the interest of the British- 
owned utility companies in the Northern 
States, of Amazones, Ceara and Para, and in 
respect to the claims of the San Paulo Railway 
Co. Ltd., it being understood that their action 
in this respect involves no commitment as to 
the eventual decision on these questions.” 


The Secretary of State for Foreign Affairs 
is hopeful that, as a result of this assur- 
ance, a settlement satisfactory to the British 
interests involved will be reached in the 
near future. 
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Notes and News 


Steel Tyres for Pakistan.—The High 
Commissioner for Pakistan invites tenders 
for the supply of steel tyres for carriages 
and wagons. See Official Notices on page 
83. 


Estimating Department Assistant Re- 
quired.—The Birmingham Railway Car- 
riage & Wagon Co, Ltd. requires an assis- 
tant for its Estimating Department, See 
Official Notices page 83. 





Assistant Civil Engineers Required.— 
Assistant engineers are required for the 
permanent staff of the Civil Engineering 


Branch of the Nigerian Railway. See 
Official Notices on page 83. 
Assistant Traffic Superintendent Re- 


quired.—An Assistant Traffic Superinten 
dent is required by the East African Rail 
ways & Harbours Administration for the 
Transportation Department. See Official 
Notices on page 83. 


Railway Track Engineer Required.—A 
railway track engineer is required to take 
charge of. maintain, re-lay. and extend the 
track system of a large iron and steel 
works in the North of England. See 
Official Notices on page 83. 


Accountant Required.—Applications 
are invited for the post of accountant re- 
quired by the Government of the Gold 
Coast for the railway department for two 
tours of 18 to 24 months, with prospect 
of permanent and pensionable employ- 
ment. See Official Notices on page 83. 


Takoradi Harbour Development Con- 
tract.—A £2,250,000 contract for the de- 
velopment of Takoradi Harbour, Gold 
Coast, has been placed with Taylor Wood- 
row Construction Limited by the Gov- 
ernment of the Gold Coast. The scheme 
consists of an extension to the main quay. 
new timber wharves, sheds. warehouses. 
and new railway facilities, including 12 
miles of line. A local landmark, Cox’s 
Fort Hill, will be removed altogether. 
This will entail the excavation of 1,600,000 
cu. yd., later to be used in reclamation. 
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The first section of the harbour will be 
finished next year and the whole work 
completed in 1952. 


Junior Civil Engineer Required.—A 
junior civil engineer, between 25 and 30 
years of age, is required for a British rail- 
way company operating in Chile and 
Bolivia. See Official Notices on page 83. 


Fishguard & Rosslare Railways & Har- 
bours Company.—Ordinary meeting of 
the Fishguard & Rosslare Railways & 
Harbours Company will be held at the 
principal office of the company, Padding- 
ton Station, London, W.2, on July 26 next, 
at noon. 


Ulster Transport Authority—The gross 
receipts of the Ulster Transport Authority 
for the week ended June 26 were as 
follow: 

Passenger £93,554 + £7,722 

Goods £29,836 + £856 

The aggregate for the 38 weeks to date 
shows an increase of £386,983. 


Estimated Reduction in C.I.E. Losses.— 
Mr. T. C. Courtney. Chairman of Coras 
lompair Eireann, told the leaders of 20 
trade unions at a recent conference that it 
was estimated that last year’s loss of about 
£1.400,000 by the company would be 
reduced by about £700,000 this year; 
mainly because of increased fares and 
goods rates. He asked the union leaders to 
do all possible to secure increased produc- 
tion by their members, to wipe out the 
loss completely. C.I.E. has decided to re- 
store travel privileges and medical facili 
ties to the engineering workers. 


Clean Food Campaign for 1949.—The 
Catering Division of the British Tourist & 
Holidays Board has now launched its 1949 
clean food campaign. The first phase 
of this campaign opened in June. 
1948, when plaques and posters, calling 
the attention of all engaged in the indus- 
try to the need for scrupulous cleanliness. 
were sent to 184,000 hotels, restaurants. 
cafés. milk bars, school and industrial can- 
teens, public houses, public dining rooms, 
and cooked meat shops. The second phase 
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of the campaign emphasises simple rules 
of personal hygiene. Plaques and posters 
are again being used, and again the ap- 
proach will be to managements and staff, 
The campaign has the full support of the 
Ministries and local and public bodies 
concerned with food hygiene. 


L.M.R. Musical Society—The L.M.R. 
(London) Amateur Musical Society are to 
present the musical show “Goodnight 
Vienna ” early next year, and the Honorary 
Secretary, Mr. W. G. Gray, Room 214, 
Central Offices, Euston, has appealed to 
members of the staff employed in the 
London district, and members of their 
families, interested in singing, acting, and 
dancing, to contact him for membership of 
the society. 


London-Paris Air Fares Reduced.— 
British European Airways and Air France 
will reduce 30-day return fares to Paris 
by air to £10 from July 29. This reduc- 
tion, which applies to passengers travel- 
ling between 10 v.m. and 8 a.m., is 33} 
per cent. below that of the ordinary re 
turn fare of £14 19s. Normal baggage 
and reduction for children are allowed. 
The cheapest two-month return fare from 
London-Paris by rail and sea, via Dieppe, 
is £5 10s. 6d. 


British Railways Police Complaint.— 
Delegates representing nearly 5,000 mem- 
bers of the Railway Police Federation, at 
Hammersmith on July 7, affirmed a reso- 
lution passed by the London branch on 
June 23, and reported in our July 1 issue. 
calling for the “ withdrawal” of Colonel 
N. McK. Jesper from the post of Chief of 
Police, London Area, British Railways. 
The meeting, attended by 170 delegates, 
decided that the resolution should go 
before the Railway Executive on July 19. 


Richard Thomas & Baldwins Limited.— 
The group profit for the year ended 
April 2 dropped from £5,791,541 in the 
previous period (53 weeks) to £5,018,208. 
After deduction of tax of £3,265,937 and 
profit to outside shareholders the net profit 
was £1,744,952 as compared with 
£2.220,657. The net profit of the parent 
company, after a deduction of £3,145,000 
for tax, was £1,632,776. Nothing is pro 
vided for additional furnace repairs 
against £200,000 in the previous period. 
Stock reserve receives £250,000. against 
£390,927, and general reserve £500,000 
against £530,446. The ordinary dividend 
again totals 15 per cent. and £1.400,247 is 
carried forward. 


British Electric Traction Company.— 
The aggregate net profit of the parent 
company and its subsidiaries for the year 
to March 31, 1949. after providing for all 
expenses, amounted to £1,177,989. Only 
the accounts of thé parent company, and 
those oi its associated companies which 
are subsidiaries, are included in the con- 
solidation, The accounts of associated 
companies which are not subsidiaries—in- 
cluding most of the passenger road trans- 
port undertakings—are not included. 
After allowing for minority interests in, 
and deducting the balance of profits re 
tained by subsidiaries, the net profit was 
£704.101, against £574,588, but because of 
a change in the financial year-end of one 
subsidiary, the net profit of £704,101 in 
cludes £73,895 additional net revenue 
from that source. The directors recom- 
mend the payment of the following final 
dividends: 5 per cent. on the participating 
preference stock, making 8 per cent. for 
the year; 4 per cent. on the preferred ordi 
nary stock, making 8 per cent.; and 35 per 
cent. on the deferred ordinary stock 
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None of the vacancies on this page relates to @ 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


L ONDON Civil Engineer’s Drawing Office. Re- 
quired, Quantity Surveyor, age not less than 
30 years, capable of writing specifications, mainly 
for Civil Engineering works, but including some 
Architectural items. Salary 12-15 gns. per week.— 
Box 381, The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 


THE High Commissioner for Pakistan invites ten- 
ders for the supply of 6,890 Tyres, Steel, for 


Carriages and Wagons. Forms of tender, which 
are returnable by August 9, 1949, may be obtained 
from the Supply Commissioner, 39/40, Lowndes 


Square, S.W.1, upon payment of 5s. per set (not 
returnable). The reference No. S.D. 5057 should be 
quoted on all applications for tender forms. 


L ONDON Civil Engineer's Drawing Office. Re- 

quired, Designer Draughtsman, age not less 
than 30 years, capable of undertaking calculation in 
reinforced concrete and steel frames, also in respect 
of general constructions. Knowledge of Engineer's 
quantities, Possibility taking charge small group 
draughtsmen. Salary 12-15 gns. per week.—Box 
382 The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 


R AILWAY TRACK ENGINEER wanted to take 

charge of, maintain, re-lay and extend the 
comprehensive track system of a large iron and steel 
works in the North of England. This is a pension- 
able permanent staff position as Specialist Assistant 
to the Chief Engineer and a good salary will be 
paid to a tough, active, thoroughly competent man, 
used to controlling labour, a good disciplinarian, 
eager for hard work and plenty of it. Applications, 
which will be regarded confidentially, should give 
details of education and career to date, with an in- 
dication of the salary required, and be addressed to 
Box 397, The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 


F iRST PRINCIPLES OF RAILWAY SIGNAL- 

LING. By C. B. Byles. Most treatises on rail- 
way signalling are intended for the railway signal 
engineer, but this is an elementary treatise. Cloth 
74 in. by 5 in. 146 pp. Illustrated. 4s. By post 
4s. 3d. The Railway Gazette, 33, Tothill Street, 
London, S.W.1. 
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His Majesty’s Colonial Service 





COLONIAL ENGINEERING SERVICE 

V ACANCIES exist for Assistant Engineers on the 

permanent staff of the Civil Engineering 
Branch of the Nigerian Railway. Candidates should 
be under 40 and should be Corporate Members of 
the Institution of Civil Engineers or hold qualifica- 
tions which exempt them from Sections A and 
of the A.M.1.C.E. examinations. They should also 
have had some years experience of railway civil 
engineering, particularly bridge work and some ex- 
perience of general reinforced concrete construction. 
The appointments will be on probation for per- 
manent and pensionable employment within the 
incremental salary scale £720 per annum to £1,300 
per annum (inclusive of expatriation pay). The 
starting salary will depend on age, experience, and 
length of approved war service. Expatriation pay is 
pensionable and payable on leave and other cocn- 
ditions of service include:—Free first class passages 
once each way each tour for the officer and his wife, 
home leave on full pay at the rate of one week in 
the United Kingdom for each month of resident 
service; tours of eighteen months approximately; 
accommodation provided, usually a furnished house, 
at moderate rentals. There are opportunities for 
promotion to higher posts in Nigeria and in other 
Colonies. Intending candidates should apply at 
once, giving brief details of age, qualifications, ex- 
perience and war service, and mentioning this paper, 
to the DIRECTOR OF RECRUITMENT (COLONIAL SER- 
VICE), Sanctuary Buildings, Great Smith Street 
London, S.W.1 Quote reference number 27333/6 


RAILWAY Carriage & Wagon Builders require 

Assistant for Estimating Department Substan- 
tial experience in the industry preferable but not 
essential. Responsible position.—Apply SECRETARY, 
THE BIRMINGHAM RAILWAY CARRIAGE & WAGON Co 
Ltp., Smethwick, 40, Staffs. 


J UNIOR CIVIL ENGINEER required for British 

Railway Company operating Chile and Bolivia 
Candidates should have passed Sections (a) and (5) 
of Institute of Civil Engineers examination and have 
had some experience in maintenance and construc- 
tion of track work, bridges and buildings. Aged 
about 25/30 years, single. Commencing salary for 
this appointment £600, rising to £750 p.a., with pos- 
sibilities of promotion. Free quarters, passages, 
allowances, etc., provided. Applications with full 
particulars of qualifications and experience and 
copies of any testimonials held to be sent by letter 
to Box 2921, c/o CHARLES BARKER & Sons Ltp., 31 
Budge Row, London, E.C.4. 
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Crown Agents for the Colonies 


ASSISTANT TRAFFIC SUPERINTENDENT _ re- 

quired by the East African Railways and Har- 
bours Administration for their Transportation De- 
partment, for one tour of 40 to 48 months, with 
Prospects of permanency. Commending _ salary 
according to age, experience and qualifications in the 
scale £590 to £1.040 a_ year. Outfit allowance. 
Free passages. Liberal leave on full salary. Candi- 
dates, preferably not over 35 years of age, and of 
good education, should possess a thorough all-round 
knowledge of the work of the Traffic Department of 
a railway, and preference will be given to candi- 
dates who have been selected for one of the special 
training schemes on the British Railways It will be 
an advantage to be a graduate of the Institute of 
Transport or of a University or similar institution. 
Apply at once by letter, stating age, whether mar- 
ried or single, and full particulars of qualifications 
and experience, and mentioning this paper, to the 
CROWN AGENTS FOR THE COLONIES, 4, Millbank, 
London. S.W.1, quoting M/N/22277/3E on both 
letter and envelope. The Crown Agents cannot 
undertake to acknowledge al] applications and will 
communicate only with applicants selected for further 
consideration. 


Crown Agents for the Colonies 
APPLICATIONS from qualified candidates are 
- invited for the following post: —ACCOUN- 
TANT required by the Government of the Gold 
Coast, for the Railway Department for two tours of 
18 to 24 months, with prospect of permanent and 
pensionable employment. Salary and overseas pay 
between £600 and £1,200 a year, according to age, 
qualifications, and experience. Outfit allowance £60. 
Free passages and liberal leave on full salary. Can- 
didates not over 40 must be of good education and 
have had substantial experience in accountancy with 
a firm of accountants or a bank, or in an accounts 
branch of a Government Department, municipality 
or public company. Experience in railway accounts, 
though preferred, is not essential. Apply at once 
by letter, stating age, whether married or single, 
and full particulars of qualifications and experience, 
and mentioning this paper, to the CROWN AGENTS 
FOR THE COLONIES, 4, Millbank, London, S.W.1, 
quoting M/N/17137 (Gc) on both letter and en- 
velope. 


S ECTIONED PERSPECTIVE VIEW OF LOCO- 

MOTIVE FRONT END. A notable drawing of 
L.M.S.R. class “* 7P’’ 4-6-2 locomotive of the latest 
type. Reprinted from The Railway Gazette. June 
15, 1945. Price 2s. 6d. Post free 2s. 8d. e 
Railway Gazette, 33, Tothill Street, London, S.W.1. 








making 50 per cent. for the year, as 
before. This will leave £396,928 against 
£267,415, to be transferred to undivided 
profits account, making that account 
£2,288,892. 


British Railways Twin-Unit Diesel in 
Regular Non-Stop Service.—As a result of 
its successful trial run with the “ Royal 
Scot” on June 1, as reported in our issue 
of June 10, the London Midland Region 
diesel-electric locomotive (Nos. 10000 and 
10001) went into regular non-stop service 
on the Euston-Glasgow run on July 10. 
The locomotive is working the 9.5 p.m. 
from Euston, and leaves Glasgow with the 
“ Royal Scot” at 10 a.m. the next day. 


North British Locomotive Works for 
South Africa.—The North British Locomo 
tive Company (African) Limited plans to 
construct a works for the manufacture of 
locomotives in the Union, and a deed has 
been prepared for the sale by Springs Town 
Council, Transvaal, of 514 acres of land 
at New Era to the company. Consider- 
able equipment is to be imported, and, ac- 
cording to estimates, it will take about 
three years to complete the plant. The 
council is reported to have signed an agree- 
ment with the owners of a private siding 
so that there may be access to the main 
line from the new plant. 


Launching of Docks & Inland Water- 
ways Vessel.—A new vessel, the m.v 
Dolphin was recently launched from the 
yard of Rowhedge Ironworks Limited, 
Colchester, for the Docks & Inland Water- 
ways Executive. The vessel, which is a 
self-prepelled hopper barge, is intended 
for service on the Weaver Navigation in 
the North Western Division. With a length 


of 90 ft., a beam of 22 ft.. and a working 
draught of 10 ft., she has a displacement 
of nearly 400 tons, and is designed to 
carry 200 cu. yd. of dredged materials on 
her full draught. The Weaver Navigation 
Trustees. which placed the order in 1947, 
arranged for extensive tests to be carried 
out by the National Physical Labora- 
tory, Teddington, to obtain the maximum 


{ 


efficiency for economic operation in con- 
fined.waters. The vessel will be propelled 
by a 8-cyl. 152-h.p. Gardner diesel en- 
gine and will be in service before the end 
of the summer. 


Translucent Traffolyte——A recent addi- 
tion to the interlaminate printed and stan- 
dard engraved signs in Traffolyte made 





Arrival of Leyland Chassis at Hyderabad 


2 








A convoy of Comet diesel chassis for the Nizam’s State Railway arriving at 
Hyderabad. The convoy represents part of an order for 85 of these machines placed 
with Leyland Motors Limited 
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by the Plastics Division of Thomas De 
La Rue & Co. Ltd. is a translucent en- 
graved material. Used mainly for signal- 
ling and electrical equipment, navigational 
instruments, dark rooms, etc., letters are 
engraved in this material so that they 
appear against a contrasting background 
when lit from behind. The material 1s 
available in black or white for the opaque 
section, with contrasting translucent letter- 
ing in ivory, red. or green. 


P.L.A. Memorial in Garrison Church, 
Longmoor.—Sir John Anderson, Chair- 
man ot the Port of London Authority, on 
July 12, unveiled a memorial window at 
the Garrison Church, Royal Engineers 


Transportation Training Centre, Long- 
moor, to men of the Port of London 
Authority who fell in the war. The 


Bishop of London dedicated the memorial. 


Metal Prices Reduced —The Ministry of 
Supply has announced that prices of cop- 
per, lead, and zinc in Britain were reduced 
on July 12. The reductions in the selling 
prices, taking into account freight, de 
livery charges, and other factors, bring 
prices for copper, lead, and zine into line 


with those current in the United States. 
The Ministry states that the Exchequer 
will have to bear a loss. 


Six Months Total of L.M.R. Excursion 
Trains.—During the first six months of 
this year the London Midland Region of 
British Railways has run 2,933 special 
day, half-day. and evening excursion 
trains carrying 1,200,000 passengers. The 
largest day excursion was one from Not- 
tingham, when ten specials were required 
to take the 5.000 members of the Raleigh 
Works to Blackpool, and the longest 
journey made by a day excursion train 
was one from Carlisle to Euston (299 
miles) and back. 


Babcock & Wilcox Limited.—At the 
recent annual general meeting the Chair- 

man, Sir John Greenly, said that the net 
profit for the year, after payment of taxes, 
was £730,590 as compared with £460,014 
in the previous year. Profits tax took 
£185,000 and United Kingdom income tax 
£546,249. The cost of post-war replace- 
ments continued to rise. It was proposed 
to set aside a further sum of £400,000 to 
the general reserve and also to transfer 


from the reserve for obsolescence 
£200,000, increasing the latter to 
£1,375.000. They would limit themselves 


to the same rate of dividend and bonus 
as last year and use the surplus for 
strengthening their reserve position. Par 
ticular attention was being paid to re 
search and development. Application had 
been made by the company to the Capital 
Issues Committee for consent to the issue 
of new preference and ordinary capital. 


Forthcoming Meetings 


July 16 (Sat.).—Permanent Way Institution, 
London Section. Visit to London Air- 
port, ai 2.30 p.m. 

July 16 (Sat.).—Permanent Way Institution, 
Manchester & Liverpool Section. 
Visit to York railway museum, as- 
sembling at small exhibits museum at 
2.30 p.m. 

July 23 (Sat. ).—British Railways (Southern 
Region) Lecture & Debating Society. 
Visit to Surrey Iron Railway. 

July 23 (Sat.).—Permanent Way Institution, 
London Section. Visit to London Air- 
port, at 2.30 p.m. 
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Railway Stock Market 


The dock strike emergency and the 
Commons debate on Thursday on econo- 
mic affairs subdued stock markets, where 
business was again on a moderate scale, 
with British Funds lower on the news that 
further 3 per cent. Gas stock is about to 
be issued as compensation. General belief 
is that a period of great uncertainty must 
prevail, pending decisions of the Common- 
wealth conference of finance ministers on 
plans to stop the drain of gold and dollar 


reserves and increase exports to dollar 
countries. It is generally believed that 


it may not be until September that final 
decisions will be made on whether reduc- 
tion in imports from the United States are 
inevitable. 

In the meantime, speculative interest in 
markets has been illustrated by rises in 
shares of companies which are important 
dollar earners or producers of commodities 
required in America. Shipping shares 
were also favoured because of the impor- 
tance of shipping as a dollar earner. 
Among nationalisation stocks, the big 3 per 
cent. Transport (1978-88) continued to 
tend to move with 3 per cent. Gas stock 
and fell back to 953. The view is grow- 
ing that gilt-edged stocks may remain un- 
certain until September when there is 
likely to be either a good rally or another 
decline. 

Foreign rail stocks have lost a little 
ground, prices in the Brazilian section hav- 
ing been marked back because of the 
small demand in evidence. Little selling 
has been reported, because it is generally 
agreed that current market prices are below 
eventual “pay-outs” for the various 
stocks. On the other hand, sentiment in 
this market is still affected by the fear that 
it may not be until next year that financial 
aspects of the take-over of the railways 
are finally ratified by Brazil and railway 


stockholders are in receipt of their “ pay- 
out * money. 
At the time of writing these notes, 


Leopoldina have come back to 8, the 
5 per cent. preference to 29, with the 
4 per cent. and 6} per cent. debentures 
93 and 137 respectively. Elsewhere, Leo- 
poldina Terminal 5 per cent. debentures 


were easier at 1104, with the ordinary 
shares at 3s. 6d. Great Western of Br: izil 
£10 shares changed hands around the lower 


level of 138s. and San Paulo stock was 
120. 
Elsewhere, Antofagasta ordinary eased 


to 6} and the 5 per cent. preference to 49}, 
Manila “ A” debentures were back to 90 
with the preference shares 7s. Beira Ruil- 
way bearer shares have been steady at 50s. 
9d., but in other directions, United of 
Havana 1906 debentures eased to 8}, 
Canadian Pacifics were slightly over 163, 
the preference stock 564 and 4 per cent, 
debentures 994. Nitrate Rails shares were 
61s. 3d. and Taltal 12s. 6d. 

Road transport shares have rallied, 
gaining part of their recent sharp decline, 
B.E.T. deferred stock continued to fluc- 
tuate but at £1,590 was higher on balance 
in response to the very strong position 
shown by the first consolidated accounts. 
The latter do not include important road 
transport interests because B.E.T.’s inter- 
est in the latter is slightly below 50 


cent., so that the road transport cumgiaisies 
are, of course, not subsidiaries. Mean- 
while the annual meeting of British 


Electric Traction on July 28 is awaited 
for Mr. Drayton’s statement on_ the 
pros and cons of the question of takeover 
of the company’s transport interests by 
British Transport. Southdown Motor have 
changed hands around 127s. 6d., Lanca- 
shire Transport were 86s. 3d. and West 
Riding 81s. while Norghern General Trans- 
port were 116s. 3d 

Iron and steel shares have maintained 
their firmer tendency, although gains this 
week generally did not exceed more than 
a few pence. United Steel were 26s. 74d., 
Dorman Long 28s. 9d. and Hadfields 26s. 
3d Babcock & Wilcox at 57s. 9d. “ex 
rights” to the new shares, were firmer, 
and Guest Keen 37s. 6d. Shares of loco- 
motive building and engineering companies 


have remained at a steadier level, with 
Vulcan Foundry at 17s. and North 
British Locomotive 18s. 6d.; Gloucester 


Wagon at 42s. 6d. strengthened in price 
after a further reaction, and Wagon 
Repairs were 17s. 6d. 


Traffic Table of Overseas and Foreign Railways 





Traffics for week x Aggregate traffics to date 
ae 
asi wave Miles Week < Total ' 
Y open ended Total Inc, or dec. ) ncrease or 
: compared ° 948/49 decrease 
this year with 1947/48 Z ; 
£ £ £ 
« ,Antofagasta... Ss gil 3.7.49 76,760 + 26,760 26 1,764,970 |+ 369,750 
< Costa Rica ... isd 281 Apr., 1949 35,603 + 17,224 43 357,292 |+ 46,562 
& | Dorada os wea 70 May, 1949 28,732 — 2,268 21 149,043 + 43,343 
§ G.W. of Brazil . 1,083 21.5.49 9,200 — 10,600 20 755,800 (+ 1,200 
— | Inter. Ctl. Amer. ... 794 May, 1949 $1,091,941 — $92,628 22 $5,448,628 — $548,624 
©} La Guaira ... ia 22% June, 1949 $95,586 — $20,726 23 $651,515 + $11,222 
€{ Leopoldina... 1,902 28.5.49 43,288 + 864 21 965,094 |— 155,382 
6 Nitrate = Sais 382 30.6.49 18,929 + 5,362 . 26 219,643 (+ 72,618 
Paraguay Cent. ... 274 24.6.49 G109,721 @21,871 | 51 G5,308,019 | + @1,678,305 
. Peru Corp. | 1,059 June, 1949 222,231 |+ 38,847 49 2,528,656 |+ 437,948 
% | Salvador ~ 100 Apr., 1949 ¢182,000 — c7,000 43 c99,,755 | + ¢10,735 
3 \ Taleal ban 154 June, 1949 11,855 + 3,085 48 111,610 + 13,820 
” ‘United of Havana woo} 1,308 11.6.49 $231,311 + $14,746 49 $13,733,928 — $4,659,95! 
» 
« 
zy Canadian National... 23,473 May, 1949 10,046,000 — 240,250 21 49,046,250 + 1,857,250 
©’) Canadian Pacific . 17,037 May, 1949 7,618,000 + 566,750 21 36,541,750 + 3,220,750 
U 
Barsi Light* sine 202 June, 1949 24,233 + 135 10 93,414 + 12,504 
Beira wes 204 Feb., 1949 104,917 — 6,180 22 589,461 + 9,141 
« | Egyptian Delta ose 607 31.5.49 19,952 + 791 9 117,539 + 7,306 
3) Gold Coast : 536 Apr., 1949 225,932 + 1,140 5 225,932 I++ 1,140 
5) Mid. of W. Australia 277 Apr., 1949 30,072 + 199 43 290,377 |+ 51,032 
> | Nigeria a . 1,900 Mar., 1949 494,854 + 92,981 48 5,719,011 |+ 1,001,177 
South Africa 13,347 18.6.49 1,481,055 + 191,587 24 16,413,398 + 1,644,200 
Victoria 4,774 Feb., 1949 1,484,797 + 54,817 35 _ _ 


* Receipts are calculated @ Is. 6d. to the rupee 





